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: GET THIS BOOK 
. It Points Out the 


J4-FOLD BENEFITS 
of H& D Service 


O matter what your packaging problem is you need a 
* copy of this valuable H & D booklet “How to Pack It.” 
ad It explains fully these four-fold benefits of H & D service: 



















1. The World’s Largest Packaging Organization ing the packaging requirements of thousands of 
giving you the advantages of the efficiency and econ- shippers in all lines of business. 

omy afforded by abundant resources, large pro- 4. A Staff of 50 Trained Package Engineers 
duction volume and ample facilities. —to analyze your problems and re-plan your 
2. Wide Spread Locations — Twenty-five mills packaging system. This service is available 


her 


a and factories in addition to thirty-one service without charge or obligation. 
Tl . . 
d- offices, all strategically located to give you This new book on scientific packaging covers 


packaging service as near as your needs. the subject thoroughly and shows the way to 


real shipping economy. 





ney 3. The Experience of Half a Century—in meet- 


ree 
er- 


THE HINDE & DAUCH PAPER COMPANY 
303 DECATUR STREET SANDUSKY, OHIO 








25¢ Per Copy 





The Traffic World 


A STORY OF SHIPS AND SHIPPING 


1’ of the Chaldees 


The second significant chapter in the story of ships and 
shipping centers around the ancient Chaldeans. As with the 
Esyptians, so with the Chaldeans, . . . their earliest records 
refer to maritime activities. When Abraham resided at Ur, that 
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city, although today its ruins are far inland, was the great 
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seaport of that ancient empire; a city with a fine harbor and 
extensive docks, and the resort of many foreign traders. 


Important in the collection of laws codified by Hammurabi, 


N 


emperor of the Chaldeans and known to history as the great 
lawsiver, were those relating to ships and shipping. One of 
these laws, the essence of which is embodied in maritime prin= 
ciples of today, reads: “If a ship going forward has struck a 
ship at anchor and sunk her, the owner of the ship that has 
been sunk shall recount before God whatever he has lost in his 
ship, and the owner of the ship going forward which sank the 
ship at anchor shall render to him his ship and whatsoever of 
his was lost.” 

Here, then, was an empire of four thousand years ago with a 
seafaring people and a shipping trade of enough importance to 


warrant special laws for their regulation. 





Having no compass or means of determining longitude, the 
early Chaldean sailors for the most part coasted along the 
shore. But as they are known to have been adept in astronomy 
and mathematics, it is accepted that they were able to use 
the heavenly bodies as guides to navigation. 

While no exact dimensions are available, descriptions of their 
legendary vessels indicate they were larger than those of the 
Esyptians, one in particular being held to have exceeded 400 


feet in length. - + + + + + + 
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GREAT TERMINALS 
Provide Unequalled Facilities for 


SHIPPERS and DISTRIBUTORS 


Centralized management and operation as- where the terminal is located in the “free 
sure a uniform high efficiency and service to __lighterage limits’) allows the handling of 
vessels and cargo interests alike—waterside cargoes with the utmost speed, safety and 
storage eliminates one or more transfers. Ul- economy. 
tra-modern machinery insures the safe han- Fireproof buildings with complete sprin- 
dling of all classes of merchandise. Direct kler system enable our patrons to enjoy the 
transfer ship to rail (except in New York, lowest possible insurance rates. 



















ATLANTIC TIDEWATER TERMINALS PHILADELPHIA TIDEWATER TERMINAL 
G. W. Green, V. P. & Gen’l Mgr. G. M. Richardson, Gen’l Mgr. & Treas. 
17 State Street, New York 10 Chestnut Street, Philadelphia 
NORFOLK TIDEWATER TERMINALS, Inc. KEYSTONE WAREHOUSE COMPANY 
J. A. Moore, Manager W. J. Bishop, Gen’l Mgr. 
Norfolk, Va. Seneca & Hamburg Sts., Buffalo, N. Y. 


MERCHANTS WAREHOUSE COMPANY 
Snowden Henry, Sup’t 
10 Chestnut Street, Philadelphia 


Richard D. Jones, Western Traffic Mgr. 
1646 Transportation Bldg. - Chicago 
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TRANSPORTATION IN THE NORTHWEST 





GREAT NORTHERN LEADS 


Cuts Running Time...Chicago to Puget Sound 


Save a full business day between Chicago and Seattle or Portland... enjoy a smooth, 
clean, cinderless, scenic trip...and the superlative comforts of the Special Pullman 
Equipment—for that's what Great Northern's fleet of new super-power electric and 
oil-burning locomotives offers you. Great Northern leads again and again in offer- 
ing travelers the best features that transportation genius affords. 


SPEEDIER FREIGHT 


With its fleet of new super-power, super-speed locomotives...each engine specially 
built to maintain highest efficiency in its own section of plains or foothills or 
mountains...Great Northern assures faster and safer handling of all kinds of freight. 
Ship via Great Northern between St. Paul, Minneapolis, Duluth, Superior, Sioux 





City, Winnipeg, Billings, Butte, Spokane, Portland, Klamath Falls, Ore., Seattle, 
Tacoma and intermediate points. 
ae The NEW The LUXURIOUS 


ORIENTAL 
LIMITED 


Librarv Equipped 


a EMPIRE 
3 BUILDER 


Radio Equipped 





Through Daily Merchandise Cars to and from Pacific Northwest and intermediate points. 





A. J. Dickinso P. H. Burnham H. H. Brown C. W. Meld H. G. Dow T. J. Shea 
ey Tra, Mar. Western Traffic Mgr. Genel Trafic M Mgr. Asst.Gen. Pass. Agt. Eestern afi a is. on Fit. 4 
a one, Secttle, Wesh. New York City R690, Chicago, Ill 
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Freight Terminal Building covupled by the D. & T. and D. & W.—Dayton, Ohio. 


ADEQUATE TERMINAL FACILITIES, 
CONVENIENTLY LOCATED, ARE ESSENTIAL 


Electric Railway Carriers, Members of the C. E. T. A., have provided ample and modern 
Freight Station and Terminal facilities at all important points within the Territory. 


For further illustration of electric railway freight terminals and station layout, refer to advertisements 
appearing in Traffic World, viz:— 
Page 496, Aug. 31, 1929 Page 872, Oct. 12, 1929 Page 1199, Nov. 9, 1929 
Page 736, Sept. 28, 1929 Page 1018, Oct. 26, 1929 Page 1286, Nov. 23, 1929 








DA' 
j - LINTON 
PARISQ . i 


TERRE HAUTEAJ MARTINSVILLEO 


ye | Electric Freight Service 


800 Points 5,000 Miles 


‘Central Electric Traffic Association| 


For” particulars sddiie, L. &. Kolin Chaienin, Conia Electric Traffic haauiididiini iisintt. Ind. 
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~On Converging 
| Paths of Progress 


OVEMENT—change— inevitably marks the course of a nation’s 

development. People and Industry, citizens and productive 
activities, together point out the path of progress. Significant indeed 
is the trend of population and the direction of industrial expansion, 
in visualizing the productive markets of tomorrow. 






For 140 years the tide of population has steadily moved westward. 
Each successive wave from the Atlantic seaboard—as period- 
ically registered by Government census—has left its new high- 
water mark of Population Centers, each a little nearer St. Louis, 
their natural and ultimate terminus. 










Sixty miles north of the 39th. Parallel which marks this 
moving tide, has stepped, with measured tread, the 
similar movement of National Manufacturing Cen- 
ters. Lagging a little, but equally unmistakable in 
trend, it traces the northern of the two great 
lines converging toward the centermost city of 
the nation. 












Here is the irresistible magnet of central- 
ity, of natural advantages, of strategic 
position. Here, for industry and com- 
merce, as well as for people, is the 
maximum of favorable conditions. 
Here, by all calculations and in- 
dices, is the key location— 
for tomorrow, as well as for 
today, toward which national 
production and distribu- 
tion, too, are tending... 














Let us acquaint you 
with the facts about 
St. Louis. Address 
Industrial Club 
509 Locust St. 
Saint Louis, 
Missouri. 











TREND OF — 


1. National Centers of 


Manufacturing — 
indicated by the upper dotted 
line on the map, approxi- 


mately following the 4oth. 
Parallel of Latitude. 


2. National Centers. of 
Population— 
shown by the lower dotted 


line, almost coinciding with 
the 39th Parallel. 


(Figures are from U.S. 


x 
Government Census.) B 
ie 





Industrial Bure strial Club of SbLouis 
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Pp: New York 


The Only Direct All-Water Route 


SERVING WITHOUT TRANS-SHIPMENT 


New York - Buffalo - Cleveland - Toledo - Detroit 
Oswego - Hamilton, Ont. 


rE Ee 
DETROITYs 


Ai 


TOLEDO 


Connecting the great Middle West with the Atlantic 
Seaboard, where barges load or discharge alongside 
steamers to and from the Pacific Coast, as well as 
vessels arriving from and leaving for all parts of the 
world. 


20% saving in freight rates by this route. 


Nothing less than one full barge load (about 650 
gross tons) accepted. Barges move in fleets of four. 


The quality of our service is attested to by 500 per 


For Rates or Other Information, 


ar AC ON™ | KE, 


we YORK i 


e 





cent increase in volume of traffic during seven (7) 
years of operation. 


Seasonal contracts for the movement of bulk com- 
modities are a specialty with us and shippers have 
effected enormous savings thereby. 


Cargo received or delivered alongside shippers’ or 
consignees’ docks at lake ports or at points in the 
Hudson River, Port of New York, or safe ports on 
Long Island Sound. 


A.idress 


HEDGER TRANSPORTATION COMPANY, Inc. | 


MEMBERS 
N. Y. Produce Exchange 
N. Y. Maritime Exchange 


25 Broadway, New York City, N. Y. 


BUFFALO OFFICE: Chamber of Commerce Building 


et 
DIGBY 4950 
BONDED CARRIER 
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Sound, Steady Development 


NEW MODEL W‘1 International Truck 
and trailer in the service of the Universal 
Carloading & Distributing Company oper- 
ating between Chicago and Davenport. 
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VEN its best and oldest friends have been 

surprised at the rapid rise of Interna- 
tional Harvester in the automotive world. 
The gains in International Truck produc- 
tion and in International registration 
throughout the United States have been 
almost sensational. 


There is nothing artificial or temporary in 
this success. It would, in fact, be hard to cite 
a better example of sound and steady develop- 
ment in American industry and business than 
this rise of International Trucks. The truck- 

building knowledge accumulated since 1904 
has been apparent in each new year’s output 
of Internationals. Constantly improving de- 





sign, rigid quality standards, and a forward- 
looking service policy—all have contributed 
to the growing reputation. 


Today the rising preference for Interna- 
tionals forms as reliable a gauge as you can 
get of truck values. The proof of the pud- 
ding is in the eating, and the proof of the 
truck comes out on the job, and in the 
record of sales. 


The line today includes the 34-ton Special 
Delivery; the 1-ton Six-Speed Special; 1%, 
142, 2, and 3-ton Speed Trucks; and Heavy- 
Duty Trucks to 5 tons. Service through 181 
Company -owned branches in the United 
States and Canada. © 


INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. of AMERICA 


Chicago, Illinios 


(Incorporated) 





The McCormick-Deering 
Industrial Tractor 


This popular tractor is a compact, economical 
power unit ready for most anything. It delivers its 
power in three ways—through drawbar, belt, or 
power take-off. It pulls, pushes, and lifts. It combines 
with an almost endless variety of equipment. Write 
for the booklet, “Tractor Power in Industry.” 


INTERNATIONAL TRUCKS 
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Whether you ship a small package of freight, 
a carload or a trainload: Whether you 
travel on our modern, well-appointed 

passenger trains or partake of the ex- 
cellent food served, you will receive 
the same high class service and 
courteous treatment that makes 
the: Nicke: Pate Road so popular 
with the shipping and travel- 





ing public. 


KAST—WEST— 
NORTH-SOUTH 


SHIP AND TRAVEL 


Nicke. Pate Roap 
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a TRAFFIC BETWEEN MOBILE AND THE PRINCIPAL PACIFIC COAST PORTS VIA THE 
J ; PANAMA CANAL HAS INCREASED 100% IN THE LAST FOUR YEARS. 
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Through rail and water rates via 
the Port of Mobile from various 
points in Illinois, Indiana, St. Louis 
and Ohio River crossings to the Pa- : Bp 
cific Coast are in effect in connection ” Wit Gy 
with the Luckenbach Gulf Steamship 
Company and the Gulf Pacific Line 
on canned goods, iron and steel arti- 
cles, soap, lye and tin plate. 


— 
<0 © a me 


Class and commodity rates are in 

effect between Mobile and Central 

~ Ge Freight Association territory, South- 
RAK 3 eastern and Mississippi Valley points, 
pe applicable on traffic originating at or 





Yl0v:. ; : , , 
SSG iii destined to Pacific Coast points. De- 


G 4, 
RARE 


NG 
3 IY ~S 


40) 


RU Ue ‘ ‘ ‘ 
LI) tailed information furnished upon re- 
quest. 


DEPENDABLE SERVICE 
IS MAINTAINED 


Send for Port Booklet and Monthly Bulletin 


ALABAMA STATE DOCKS COMMISSION, MOBILE, ALABAMA 
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“We're Travelling As We Ship 
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—going one way—returning another 
via Southern Pacific’’ 
YY ES! We’re going Southern Pacific. 





Since we’ve been shipping more of 
our freight viatheir lines I’ve become 
familiar with the territory they serve. 


Why, just look at the map! See the smooth 
steel-ways stretching across the continent 
in four directions. They follow the great 
natural streams of commerce. Name the 
cities you want to see. List the natural 





Traversing as it does the 
States of Oregon, Cali- 
fornia, Nevada, Utah, 
Arizona, New Mexico, 
Texas and Louisiana, a 
glance at the map will 
show theimportant busi- 
ness centers served by 
Southern Pacific. To be 
located on such a great 
system has the a van- 
tage of placing you in 
close touch with all the 
markets in the United 
States. 


wonders you would like to visit. We can 
link them all in Southern Pacific’s happy 
combination by going one way and return- 
ing another. 


Southern Pacific’s Sunset, Golden State, 
Overland and Shasta Routes, and network 
of lines on the Pacific Coast reach the best 
of all the West. 





Southern Pacific 


You are invited to use the facilities of our entire organization. 


Simply communicate with our representative nearest to you. 


San Francisco..Southern Pacific Bldg. Los Angeles. . Pacific Electric Bldg. Portland........ Fourth St. at Stark Houston........... 913 Texas Ave. 
Red carom ieiiersigibiies/@aite Gre sitantii Healey Bldg. STOTT er town Pass. Ticket Of .531 Fifth Ave. at 44th St. 

WE ow kiea sie ates ui ee 209 Morris Bldg. ES eee ee ll ee ee hye eodeesamepabdimnenteg errine Bldg. 
Birmingham........... 502 Protective Life Bldg. Havana........... Pi Y Margall (antes Obispo) 46 I, Sacha. cro. o cia Mike Be aeuian Packard Bldg. 
Bias died gb ntactede. aisiatheote ae Old South Bldg. Indianapolis.............. Merchants Bank Bldg. Pittsburgh...........................Park Bldg. 

Psa te ceitcatienahere icaSeeaenee Ellicott Square Bldg. Kansas City............Railway Exchange Bldg. Salt Lake City....................41 S. Main St. 

Oe ae tea al eral oe ee Dixie Terminal Memphis.......................- Exchange Bldg. Seattle.........................1405 Fourth Ave. 
hicago—Freight _—_-. . Southern Pacific Bldg. Minneapolis............. Metropolitan Life Bidg. UN oi carci sini sv omsase oceans Carleton Bldg. 
Chicago—Passenger pt PRISE IES 33 W. Jackson Reentoo City... .. 0.26.0. Ave. Cinco de Mayo, No7 SS rere 585 Granville St. 
Wi vicws ace dete meio Hippodrome Bldg. NES i citeietArinn os.en< Edificio Langstroth Washington, D. C...........02-% Shoreham Bldg. 


New York City—Frt.-Pass.......... 165 Broadway 
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Our Platform 


Keep the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Take politics out of rate-making. 

Regulation of motor vehicle common carriers in 
interstate commerce, and a special fee for the use of the 
highway as a place of doing business. 

Regulation of intercoastal steamship business. 

Non-discriminatory and reasonable railroad rates for 
shippers, but a rate level high enough to give the car- 
riers as a whole the adequate revenue prescribed by the 
law and the Commission. 

Development of inland waterways for commerce 
only where a careful survey has demonstrated an ade- 
quate traffic demand, and then only for the purpose of 
permitting private operation of carriers thereon, who 
should pay for the privilege of using the waterways in 
order to recoup the taxpayers for the cost of develop- 
ment and maintenance. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort 
of service that will justify employing them. 

If motor vehicles, intercoastal vessels, and inland 
waterway carriers are not to be regulated, then remove 
regulation from the rail carriers. 





TRAFFIC WORLD INDEX 


HE index to the volume of the Traffic World for the 

six months’ period ending with the present number 
will be mailed to subscribers with the July 12 number 
of the magazine. It should be preserved and bound with 
the copies of the magazine for future reference. 

The present volume is the largest we have ever 
issued, due to the expansion program adopted a year ago. 
The index is correspondingly large, of course, but it 
will also be found to be more complete than usual and 
more carefully compiled with a view to the needs of 
those using it. 


GOVERNMENT IN BUSINESS 


\HOSE who are opposed to the government engaging 
in business as a general proposition but who do not 
find it difficult to make exceptions so that, for example, 
the government may operate barges on inland waterways 
to demonstrate that private capital may do the same 
thing profitably, may view with some concern develop- 
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ments indicating that those who are directly in charge 
of the government barge operations are under the im- 
pression that they are demonstrating that a government 
corporation can transact business efficiently and profit- 
ably to the end, perhaps, that the demonstration may be 
applied in other fields. 

This line of thought is suggested by remarks in the 
United States Senate by Senator Norris, of Nebraska, 
a friend of the government ownership idea, with refer- 
ence to an article in The Nation on “The Government 
in Business,” by Major General T. Q. Ashburn, chair- 
man of the board and executive of the Inland Waterways 
Corporation, the government barge line agency. 

“Can the government successfully carry on a busi- 
ness?” asked General Ashburn in his article. “I believe 
that it can if the business is rightly organized.” 

The general then proceeded to build up his case for 
the corporation and reached the conclusion that “any 
similarly organized government operation can be made 
just as efficient.” 

The general’s article was a sweet morsel in the 
mouth of Senator Norris. Here was an answer to the 
critics of the government in business! Referring to the 
creation of the Inland Waterways Corporation in June, 
1924, and basing his remarks on the Ashburn article, 
Senator Norris said that “these boats (the river barges) 
have been operated successfully, returning a very liberal 
financial return to the government of the United States. 
They have been a financial success in every respect. They 
have cheapened freight rates very materially.” The oper- 
ations of the barge line were not only successful “in 
making money, but it had an astounding effect upon rail- 
road freight rates.” 

General Ashburn said in his article—and it was on 
the basis of this statement that Senator Norris waxed 


enthusiastic about the possibilities of government cor- 


porations in business—that the War Department water- 
ways service lost nearly $1,000,000 a year from 1920 to 
1924, inclusive. Reorganized in 1924 as the Inland Wa- 
terways Corporation, said he, “it has turned that loss 
into an average annuel net income from operations of 
$82,000 for the years 1925 to 1929.” 

Examination of the annual reports of the Inland 
Waterways Corporation by Senator Norris might result 
in his obtaining not so rosy a picture of the results of 
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CHESAPEAKE AND OHIO 
RAILWAY COMPANY 


takes pleasure in announcing that its new 
modern Coal and Ore Docks at Presque 
Isle, on Maumee Bay, at the the mouth of 
the Maumee River, Toledo, Ohio, will be 
placed in operation July 15th, 1930. 


These facilities offer to shippers the follow- 


ing outstanding advantages: 
1. Fastest available service. 


2. Docking and Undocking vessels 
without the aid of tugs. 


3. Elimination of six-mile river move- 
ment and consequent freedom 
from river hazards, drawbridges 
and low water. 


” 
YOUR PATRONAGE IS SOLICITED 


Geo. D. Brooke, F. M. Whitaker, 
Vice-President & General Manager, Vice-President in charge of traffic, 
Richmond, Virginia. Richmond, Virginia. : 


H. W. Hoey, Dock Master, 
Toledo, Ohio. 
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the government being in the barge line business as he 
obtained from General Ashburn’s article. 

The annual report for the calendar year 1926 says 
that the average annual loss of the barge operations up 
to August, 1924, was $973,305. The loss for 1924 was 
532,610.42, as compared with $955,359 the preceding 
year. The last four months of 1924 the barge service was 
in the hands of the corporation. The loss for 1925 was 
$34,519.39. A profit of $219,511.96 was reported for 
1926. The report for 1927 states that the net loss from 
operation of the corporation’s water line facilities was 
$21,808.28. The report for 1928 states that the net profit 
was $257,776.06. The report for 1929 says the net loss 
was $354,048.46. 

These figures, on their face, show, in round numbers, 
a claimed “profit,” as that word is used by the barge 
line, of $477,288 for 1926 and 1928 combined and a loss 
of $410,376 for 1925, 1927, and 1929 combined, or ap- 
proximately $67,000 on the “profit” side, but that 
“profit” for the life of the corporation to the end of 
1929 is wiped out entirely if only a small part of the 
loss of $532,610 for 1924 is charged to the corporation 
in view of the fact that it operated the barge services 
for the last four months of the year. If this is Senator 
Norris’s idea of “returning a very liberal financial return 
to the government of the United States” we sincerely 
trust that his government ownership ideas will not 
prevail. 

The Railroad Administration put $12,193,315 into 
the Mississippi-Warrior service that later was turned 
over the War Department for operation and then to 
the Inland Waterways Corporation. Of that total, 
$9,183,659 was for fixed improvements and equipment. 
Up to the creation of the Inland Waterways Corporation 
in 1924, Congress appropriated a total of $6,384,300 for 
the War Department’s inland waterway service. Since 
the creation of the corporation it has appropriated 
$15,000,000 for the purchase of stock of the corporation. 
Not all of the last appropriation of $10,000,000 for the 
purchase of stock has been used by the corporation, 
Congress having contemplated that its use would be 
spread over a three-year period. The government, there- 
fore, has put into this enterprise from its inception 
around $30,000,000, to use a conservative figure. These 
figures must be taken into consideration in making an 
estimate of the financial success of the operations of the 
government barge service. 

The barge line’s “profit” and “loss” figures, of course, 
do not take into consideration all the costs of doing 
business that would have to be met by a private enter- 
prise—and that is another point to be considered in 
comparing the operations of the Inland Waterways 
Corporation and the results thereof with private busi- 
ness. The corporation has had to pay nothing for the 
capital invested in the barge lines, but that capital cost 
the public something. 

Senator Norris also was pleased with the results 
of acquisition by the Inland Waterways Corporation, 
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through a subsidiary, of the old Ensley Southern Rail- 
road between Birmingham and Birmingport, Ala., as re- 
ported by General Ashburn. He read the following from 
the general’s articles: 

When the Inland Waterways Corporation was organized a 
survey was made by the American Appraisal Company to adjust 


and appraise the value of the assets of the Inland Coastwise 


Waterways service transferred to the corporation. ‘ 


The senator commented on this statement as follows: 


Notice, when the government took this, it was important for 
rate-making purposes, as it is with all railroads and transporta- 
tion companies, to fix the value of the property involved. When 
a private corporation, a street- car company, a gas company, a 
light company, or an interstate railroad, want to fix rates, they 
go through 2 or 3 years or 5 or 6 years, sometimes 8 or 10 
years, of expensive litigation, are always claiming a valuation 
which is much larger than the governmental agents think it 
should be. They get out injunctions, and the case must travel 
its weary way from the lower court to the supreme court, and 
perhaps back again and up again, until those who began the 
operations die of old age before the question is settled. 

How did this corporation settle that? See how they saved 
money. They called in the American Appraisal Company to 
appraise the property, they appraised it, and the corporation 
accepted the appraisal, based its rates upon that valuation, and 
went on with the business. There was no court injunction, there 
was no litigation traveling along from one court to another, 
with a dispute between the private owner and the governmental 
rate-fixing machinery to see what the value should be. It was 
all adjusted without expense and without injury to anybody. 
When that valuation was fixed they based their rates upon it, 
with the result I have narrated. 

Apparently, it is not to be inferred from the sena- 
tor’s remarks that he would approve a privately owned 
and operated transportation company having its prop- 
erty valued for rate-making purposes by a privately 
owned and operated appraisal company. We take it that 
he means that only a government-owned corporation 
should be permitted to do such a thing. 

If the senator obtained the impression from General 
Ashburn’s article that there is some relation between 
the value of the barge line’s properties and the rates 
charged, he fell into error. The barge line rates are not 
made with reference to the value of the property used 
in the transportation service. 

The American Appraisal Company, according 10 
General Ashburn, found that the “sound value” of the 
property turned over to the corporation in 1924 was 
$9,762,858, but that was considerably less than the 
amount the government had invested in the property. 

As to the enterprises that should be left to private 
initiative, we do not think the fundamental objections 
to the government engaging in them may be overcome 
by organizing governmental corporations. Since Con- 
gress has prvoided for the government operation of barge 
lines, those put in charge of them should attend to the 
business of operating them and should not be building 
up argument in favor of thé creation of governmental 
corporations to engage in business pleasing to those who 
would put the government into every sort of business if 


they could. 


LOCOMOTIVE INSPECTION SALARIES 
The House has passed the Senate bill (S. 3845) increasing 
the salaries of the chief inspector, assistant chief inspectors 
and district inspectors of the Bureau of Locomotive Inspection 
of the Commission to $7,500, $6,000 and $4,000, respectively. 
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McMANAMY ADDRESSES CARRIERS 


“Like John Paul Jones, the railroads have not yet begun to 
fight,” said Chairman McManamy, of the Commission, in an 
address June 23 at Atlantic City before the mechanical division 
of the American Railway Association. 

“When they do they will get their share of the traffic, and 
the public will get service of a character which is now not even 
dreamed of.” 

Chairman McManamy commended the railroads for their 
cooperation with the Commission. In part, he said: 

“As stated by your chairman this is the first time that the 
chairman of the Interstate Commerce Commission has ever ap- 
peared before this association. I feel with your president, Mr. 
Aishton, that it is a matter of public interest because it illus- 
trates the degree of cooperation which has been developed 
between the railroads, as represented by this association, and 
the regulatory authority of the government. 

“And it is a complete answer to those who have either for 
pleasure or for profit spent their time promoting or creating 
dissatisfaction or controversy with respect to the methods of 
railroad operation and regulation which by years of experience 
have been developed, and approved by the American people. 

“The interstate commerce act as originally passed by Con- 
gress on February 4, 1887, contained nothing with which this 
association was directly concerned, as it applied wholly to rates. 
The safety appliance acts of March 2, 1893, and later acts, 
however, changed that and created a situation which made it 
necessary for the Interstate Commerce Commission representing 
the government to establish a direct contact with this associa- 
tion to develop a method of admininstration which would ef- 
fectuate the purpose of the act in the best practical manner at 
the least possible expense. 

“As a matter of fact, that was specifically provided for in 
the law. In the beginning there was, of course, some friction, 
and occasionally the discussions developed more heat than light. 
With experience came understanding and knowledge of each 
other’s motives until at the present time the laws relating to the 
operation of railroads are being administered with a degree of 
cooperation and effectiveness which equals, if it does not sur- 
pass, that between different departments of the same railroad. 

“TI would be ungrateful, indeed, if I did not respond to the 
very kind expressions of your president, Mr. Aishton, concerning 
my work on the Interstate Commerce Commission and my efforts 
to promote closer cooperation between the Commission and this 
organization. In this Mr. Aishton has joined wholeheartedly. 
About twenty years ago I had reason to call on Mr. Aishton, 
then president of the Chicago & Northwestern, to lay before 
him some matters relating to the requirements of the law which 
apparently were not fully understood by all of the officials on 
his line. Mr. Aishton’s first words to me were that I was the 
first representative of the government who had sought his co- 
operation with respect to matters relating to the requirements 
of the interstate commerce act, and that it was his desire that 
all such requirements should be strictly observed, and that they 
would be if the matter was brought to his attention. 

“I have found that to be his attitude from that day to this, 
and I do not hesitate to say that our joint efforts have done 
much towards bringing about splendid and effective cooperation 
in all matters relating to the regulation governing the operations 
of the railroads, under which has been developed the best and 
most efficient system of transportation which the world has 
ever known. 

“We hear much about the probable future of the railroads 
and the possibility or even probability of the traffic being largely 
diverted to other means of transportation. It is always danger- 
ous to attempt to forecast the future, but I see nothing in the 
present situation that threatens the future supremacy of the 
railroads in the transportation field. For at least seventy-five 
years the railroads had no effective competition. Within the 
past few years competition within certain limits has developed, 
but I see in that no occasion for alarm, particularly when that 
same competition is providing the railroads annually with more 
than one million carloads of high class traffic which otherwise 
would not exist, and which is also relieving the railroads of 
many classes of service which they formerly performed at a 
loss. 

“I have an abiding faith in the ability of the railroads as 
at present managed to meet any competitive situation which 
may arise providing they do not spend too much of the money 
that is earned on the rails in acquiring and developing other 
means of transportation to handle traffic which can be more 
economically, efficiently and satisfactorily handled by rail. 

“Like John Paul Jones, the railroads have not yet begun 
to fight. When they do they will get their share of the traffic, 
and the public will get service of a character which is now not 
even dreamed of. I can, perhaps, use the steam locomotive to 
illustrate what I mean. Every few years some enthusiastic ad- 
vocate of some other means of generating power appears with 
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a large bouquet of lilies to place on the bier of the steam loco. 
motive. It is but fair to say that there have been wonderfy] 
developments along those lines, but in the meantime the steam 
locomotive, increased in size, power and speed, improved in 
efficiency and economy continues to depart and arrive on sched. 
ule time bearing the burden of the commerce of the country. 

“I do not mean that the railroads will be able to drive com. 
petition from the transportation field, and they should not. They 
will meet it with comforts, conveniences and service which for 
distances of more than fifty miles will be almost irresistible, ang 
the public will be vastly benefited thereby.” 


PRAISES RAIL PERFORMANCE 


A. G. Pack, chief inspector of the bureau of locomotive 
inspection of the Interstate Commerce Commission, praised the 
performance of the railroads in successfully handling the heavy 
traffic which they had been called upon to move in recent years 
in an address at Atlantic City June 25. 

“Improved standards of maintenance,” said Mr. Pack, in 
addressing the eleventh annual convention of the mechanica} 
division of the American Railway Association, “have not only 
been instrumental in bringing about the greatest degree of 
safety of locomotive operation ever attained, but have contributed 
largely to the present-day dependability of passenger and freight 
train movement, increased freight train speed and economy in 
the use of locomotive fuel. 

“This substantial improvement has undoubtedly been brought 
about by greater improvement in locomotive construction, equip- 
ment, inspection and repair and due to the fact that railroad 
officials are showing greater interest in such matters than prob- 
ably ever before, with the result that locomotives are being 
maintained in better condition, all of which is in the interest 
of greater safety to the public and employe, as well as efficiency 
and economy in operation. There is keener competition, or 
friendly rivalry, between the railroads today in maintaining a 
high standard of maintenance, resulting in greater efficiency and 
economy, than ever before. They appear to be constantly on 
the alert in devising means to improve their service in every 
particular. These improvements are highly gratifying to me 
and I know they must be to you and to every other person di- 
rectly or indirectly concerned with the successful operation of 
the railroads throughout the United States. 

“It should be remembered that the railroads have handled 
most successfully the heaviest traffic, both freight and pas- 
senger, during recent years than ever before in their history. 
The percentage of locomotives inspected found defective; num- 
ber ordered out of service by federal inspectors; number of 
accidents resulting from the failure of some part or appurte- 
nance of the locomotive; number of persons killed; number of 
persons injured; average miles per hour of trains in freight 
service; fuel consumption of both freight and passenger loco- 
motives, have all shown a continuous improvement in the past 
seven years. 

“From 1923 to 1929, inclusive, the percentage of locomotives: 
inspected found defective decreased from 65 to 21, or 44 per 
cent; the number of locomotives ordered out of service de- 
creased from 7,075 to 1,490, or 78.9 per cent; the number of 
accidents decreased from 1,348 to 356, or 73.6 per cent; the 
number of persons killed decreased from 72 to 19, or 73.6 per 
cent; the number of persons injured decreased from 1,560 to 
390, or 75 per cent; the average miles per hour of trains in 
freight service increased from 10.6 to 13, or 22.6 per cent; the 
number of pounds of coal consumed per thousand gross-ton 
miles decreased from 167 to 126, or 24.6 per cent; and the num- 
ber of pounds of coal consumed per passenger-train car-mile 
decreased from 18.5 to 14.9, or 19.4 per cent. This represents 
a real worth while saving. 

“There are fewer locomotive accidents today than at any 
time in the past twenty years, with a marked decrease in the 
number of boiler explosions and firebox failures as a result of 
low water and other causes. For instance, during 1912, there 
were 94 accidents, as compared with 18 during 1929, or a re- 
duction of 81 per cent; 54 persons killed, as compared with 13, 
or a reduction of 76 per cent, and 168 persons injured, as com- 
pared with 23, or a reduction of 86 per cent. 

“It is now generally recognized that high standards of mait- 
tenance and safety are more economical and efficient than low 
standards, with their consequent risk of accident and disruption 
of traffic movement.” 


COLUMBUS STATION IMPROVEMENT 
Improvements, costing approximately $750,000 are being 
made at the Union Station, Columbus, O. The present train shed 
is being razed and in its place modern umbrella sheds are being 
constructed. Tracks are being lengthened and rearranged. 


These improvements are in addition to recent expenditures of. 
approximately $100,000 to increase track capacity. 
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Current Topics in 
Washington 





They may be all wrong—wrong 
as the genius who presides over the 
hot place is supposed to be—but 


A Bit of 
interstitial Legislation 


by the Court, Eh? rub their eyes and wonder what has 
come over the Department of Justice 
that it has filed a suit against the Elgin, Joliet and Eastern 
alleging that it has an interest in the products and raw ma- 
terials of the United States Steel Corporation and its sub- 
sidiaries and is, therefore, violating the commodities clause 
of the interstate commerce act. The eye-rubbing is done par- 
ticularly by those who remember, they think, that Congress 
enacted the commodities clause because it intended to smash 
the combination of hard coal mining, selling, and transportation 
embodied in what are known as the anthracite coal roads. 

The lumber interests that had tap lines with no interest 
in the lumber except that created by the fact that the boss 
of the railroad was also the boss of the lumber, became fright- 
ened by the possibility of the clause being construed in the 
way the Department of Justice now asks the courts to construe 
it. Therefore, they had written into the statute the words that 
exempt lumber from any possibility of having the clause ap- 
plied to it. But the steel and other industries, says memory, 
did not think it necessary to take any such steps. The cau- 
tious lumber industry, which had taken the step, found that 
the Commission, by means of its various tap line decisions, was 
able to neutralize, to a large extent, the benefit it thought it 
was getting from its tap lines. 

A thought among those who have rubbed their eyes on 
account of the bill filed by the Department of Justice is that, 
possibly, Elmer B. Collins and Burt L. Smelker, the lawyers 
who may be regarded as the fathers of the suit, think that the 
courts, if they can be persuaded to put the commodities clause 
on a turntable and make it work in the opposite direction from 
which it has been working, will be doing only a little inter- 
stitial legislating. According to Justice Holmes, judges legis- 
late to fill the interstices in statutory enactments. Stated more 
simply, they fill up the cracks, such as painters fill holes and 
cracks in lumber when they do a good job of painting. The 
justice told about that sort of legislation in 1917 in Southern 
Pacific Company vs. Jensen, 244 U. S. 205 (37 S. Ct. Rep. 524). 
He said: 


I recognize without hesitation that judges do and must legislate, 
but they can do so only interstitially; they are confined from molar 
to molecular motions. 





Forty years and three weeks ago—on 
June 7, 1890, to put the fact in different 
form—the Commission transmitted a Hoch- 
Smith resolution report to the United States 
Senate (4 I. C. C. 49-78). That old report, written by Com- 
missioner Morrison, of horizontal tariff rate reduction fame, is 
interesting reading now in connection with the opinion of the 
Supreme Court in the Hoch-Smith deciduous fruit rates’ case, 
handed down June 22. The report was quoted in the memo- 
tandum submitted by the National Industrial Traffic League 
when that organization told the Commission that the Hoch- 
Smith resolution of 1925 did not add anything to the powers 
granted to it by the interstate commerce act—a view also an- 
nounced by the Supreme Court. It was only by so construing 
the resolution that the court was able to hold that the resolution 
was not repugnant to the Constitution. 

The Senate, in the early part of 1890, was persuaded, just 
as the whole Congress was persuaded thirty-five years later, 
that agriculture was in a distressing situation. Therefore, it 
adopted two preambles and one resolution. The first of the 
things that walked before the resolution declared that the act 
to regulate commerce, passed in 1887, made it the duty of the 
Commission to determine what would be just and reasonable 
tates. The second preamble said that, whereas it was alleged 
that, by reason of excessive freight rates, the great section of 
the country lying between the Rocky Mountains and the prin- 
oval food distribution centers of the east found itself unable 
° market its food products and obtain for them the actual cost 
of production. 

Therefore, said the Senate resolution, the Commigsion should 
make an investigation of the allegation abovtt the effect of ex- 


Hoch-Smith 
Forty Years Ago 
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cessive rates, to ascertain and report to the Senate whether 
such rates were reasonable or unreasonable, whether a reduc- 
tion of such rates was prevented or hindered by rezson of the 
operation of any provision of the act to regulate commerce, 
whether a more stringent enforcement of that act was prac- 
ticable and would remedy the evils complained of. The reso- 
lution was adopted February 19 and the report made to the 
Senate June 7, 1890. 

There is a suspicion that the Commission or some com- 
missioner had been “boning up” on the subject, because the 
report, made in so short a time, contained many things the 
preparation of which must have been well under way by the 
time the resolution was adopted. Such collusive arrangements 
have sometimes been suspected and sometimes well known. 
At any rate, the Commission said the rates on corn and oats, 
wheat and flour, between designated points, were excessive. 
The title of the case created by the resolution is No. 256, In 
the Matter of Alleged Excessive Rates and Charges on Food 
Products. 

The Commission construed the resolution as a complaint 
made in regular form. It observed that the resolution directing 
the making of an investigation “added nothing to the duty which 
the law had imposed on the Commission; the direction is 
equivalent to a complaint made through the Senate that the 
rates in question are excessive.” 

There are several things in the report that may have a 
value today. For instance, it is declared that the prices of 
grain and meats are regulated in a common market and are 
little influenced by the fact that such products are produced in 
different localities or pay different rates of transportation.” 

“Agricultural products,” asserted Mr. Morrison, “can bear 
only the lowest rate which is reasonable,” thereby showing that 
he held much the same idea as influenced those members of 
Congress who voted for the Hoch-Smith resolution command- 
ing the “lowest possible lawful rates.” 

“The preamble and resolution of the Senate and the reso- 
lution which led to their adoption,” continued the author, “imply 
that, to be reasonable, the rates on food products must be such 
as to enable the products to be marketed at actual cost of 
production. This basis or limit of compensation for trans- 
portation services will hardly stand the test of fair dealing. 
It would compel those who invest in or operate railroads to 
assume and bear the losses resulting from the improvidence, 
mismanagement, or unprofitable employment of others a 
and, while railroad charges may influence such prices, they do 
not make or control them.” 

In one paragraph Commissioner Morrison called attention 
to a fact overlooked until the percentage increases incident to 
the war put the shoe on the other foot. 

“Agricultural depression is scarcely more severe in the 
distant west than in the east, where,” said he, “railroad rates 
are comparatively an inconsiderable part of the cost of reach- 
ing the markets. Moderate rates on grain from long distances 
have taken from the eastern farmer some of the advantage 
which his proximity to the best markets formerly gave him.” 

As one relief for the farmer, the Commission, in that report, 
recommended a change in the third section so as “to make 
provision for through carriage at through rates over connect- 
ing lines.” Whether the report meant overhead rates ignoring 
rate-break points at the Missouri and Mississippi rivers, or 
through routes and joint rates from the rate-break points to 
the east, is not indicated in the report. Curious ones may con- 
sult the Commission’s annual reports for 1888 and 1889, because 
the report said such a recommendation was made in them. 





What, if the dead live after 
death, are the thoughts of John 
Pierpont Morgan, father of the living 
man of that name, concerning the 
nomination of Dwight W. Morrow, 
one of his young partners, by a 
crushing majority over two competitors, to be the New Jersey 
Republican candidate for the Senate? Impossible, a man would 
have said twenty years ago. It was only a quarter of a century 
ago that Theodore Roosevelt was talking often and much about 
“malefactors of great wealth.” He did not maintain a malefac- 
tor list, contenting himself with an Ananias Club list, but the 
way he talked about Morgan, at times, led the public to believe 
that the big bankers was one of the doers of evil. 

Many thought, when Coolidge picked Morrow, his college 
mate, to be ambassador to Mexico, that there might be political 
consequences of a sort to make Coolidge regret his decision, 
based on his knowledge of the efficiency and competency of 
the banker, to bring order out of the chaos of our relations 
with Mexico. As it was, Morrow was able not only to compose 
most of our difficulties with Mexico but, according to report, to 
give the Mexicans some help in restoring better conditions 
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among themselves. Therefore, he has the friendship and ad- 
miration of men on each side of the Rio Grande. 

Seemingly, the idea is getting abroad among the voters 
of the land that a man succeeds, generally, not because he is 
a crook and a heartless oppressor of his fellow men, but be- 
cause he knows how and is willing to render great service to 
his neighbors; that there are vicious poor and vicious rich; 
also that it is the duty of voters to be discriminating, regardless 
of whether the candidate is rich or poor. Politicians are in- 
clined to believe that Morrow may attribute some of his large 
vote to the fact that his daughter picked a very popular young 
man for husband. But none of the other facts stands out in 
such clear relief as that Morrow, in getting the nomination, 
accomplished something that was unthinkable twenty years ago. 





Annotation of the interstate com- 
merce act by Commissioner Aitchi- 
son is nearing completion. But that 
is no excuse for buzzing for the 
stenographer to order a set of the volumes with an expectation 
of getting it in a month, two months, or three months. It means 
that he is polishing off the manuscript of the index. That index 
is so near to date that it will embrace material pertaining to 
the decision in the California deciduous fruit Hoch-Smith case 
made by the Supreme Court of the United States June 2. 

How long it will take the Government Printing Office to 
do the physical labor of setting up the rest of the type and 
binding the volumes is something no one can tell. It is a 
certainty that the printing establishment will not be able to 
do anything with the manuscript not yet handled while Congress 
is in session. It is called the Government Printing Office, but 
while Congress is in session, the public printer must give his 
first attention to the White House and the verbose part of the 
government. While it is true that Congress ordered the work 
Commissioner Aitchison is doing, his manuscript is not marked 
“must,” as is the speech of the member from the most back- 
ward district of the most backward state when he talks about 
the rules for the pitching of horseshoes. 

The chances seem to be that Congress will order itself 
about 2,200 more sets of the work than it first ordered, 500 
for the Senate and 1,700 for the House. The chances were as 
stated because the House, at the time this was written, had 
already adopted a resolution to that effect. The Senate was 
expected to add “So mote it be.”—A. E. H. 


ELECTRIFICATION OF RAILROADS 


Rapid development of the steam locomotive, particularly 
in the last few years, when more improvements have been 
made than ever before designed to bring about increased power 
and efficiency without increasing proportionately the consump- 
tion of fuel, has delayed the necessity for electrification in 
many instances, where, some years ago, it was believed traffic 
conditions required it, according to a report submitted to the 
eleventh annual convention of the mechanical division, Ameri- 
can Railway Association, in session at Atlantic City. 

The railroads are keenly alive to the subject of electrifica- 
tion, however, and are closely watching its development, 
according to the association. 

“The improvement,” said a report submitted by the com- 
mittee* on electric rolling stock, “and growth of the steam 
locomotive has made it more competitive with electric power. 
In fact, a few years ago the traffic requirements on certain 
profiles indicated that electrification would be necessary in 
order to meet the growing demand. However, it has not been 
necessary to resort to electrification, as the improved steam 
locomotive is still meeting the requirements efficiently. Just 
how long the steam locomotive will continue to meet these 
requirements, however, is problematical. 

“The electric locomotive has also been undergoing develop- 
ments that have increased its possibilities in both speed and 
power. Electric equipment is now available in terms of speed 
and horsepower that exceeds anything that might be hoped for 
with the steam locomotive. 

“There are now in the United States twenty-three electri- 
fied sections on eighteen railroads, aggregating 1,700 route miles 
and 4,000 track miles, opeating nearly 600 locomotives and more 
than 2,000 multiple unit cars. There electrified sections were 
installed to meet special requirements, or local conditions, such 
as heavy grades, tunnels, legislative requirements, or avoiding 
the building of second tracks. 

“The Pennsylvania Railroad’s projected program of elec- 
trification, which contemplates complete installation between 
New York and Washington and westward to the vicinity of 
Harrisburg, and which will include the electrification of all 
service—passenger, freight and switching—is the most complete 
and extensive electrification ever undertaken in this country. 

“The Cleveland Union Terminal has just completed its 
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electrification between Collinwood and Lindale, while the Lacka- 
wanna Railroad is at the present time installing electrification 
for suburban passenger service in the vicinity of New York. 
The Reading Company is electrifying for a similar service at 
Philadelphia. These installations may later be extended to 
handle freight and through passenger service. 

“The New York Central also has a projected program of 
electrification of its lines from New York to Buffalo.” 

The Pennsylvania announces that, with the summer change 
in time-table, June 29, electric operation of all suburban and 
local passenger trains between Philadelphia and Trenton will 
be started. Local service between the two cities and interme. 
diate points will be materially quickened. Train runs will be 
shortened from 5 to 18 minutes. A total of 232 minutes will 
be taken out of the schedules of 20 trains, an average of over 
11% minutes a train. 

Electrification from Broad Street Station to North Phila- 
delphia was completed some years ago, in connection with 
changing over the Germantown and Chestnut Hill suburban 
service to electric operation. The work of continuing the elec- 
trification northward from North Philadelphia to Trenton, a 
distance of nearly 28 miles, started approximately a year ago 
and is now nearing completion, involving all four running tracks. 

The Philadelphia-Trenton work is part of the project for 
completely electrifying the Pennsylvania’s main line, for both 
passengers and freight, from New York through Washington, 
so that electric operation will be continuous from Hell Gate 
Bridge, above New York City, to Potomac Yard, the gateway 
to the south, just across the Potomac River from the national 
capital. In addition, the low-grade freight lines between the 
Pennsylvania’s eastern terminals and the Susquehanna River 
Valley will be electrified. The entire project will cost over 
$100,000,000. 

The work is being carried out in segments. The first to 
be completed was the portion of the main line of the Southern 
Grand division, between Philadelphia and Wilmington. Elec- 
tric passenger service for local and suburban trains between 
these cities went into effect September 27, 1928. Work on the 
main line of the New York division between New Brunswick 
and Sunnyside Yard, Long Island, is well under way. 

As part of the plans for its new Philadelphia passenger 
station, the Pennsylvania has also been electrifying suburban 
train service on the branch lines coming directly into the city. 
When electric service between Philadelphia and Trenton is 
establisheed June 29, the only suburban or short distance steam 
trains coming into Philadelphia, on either main or branch lines, 
will be those on the Schuylkill Valley branch, which is now 
undergoing electrification as far as Norristown. This work, it 
is expected, will be completed in the early summer. 


OIL COMPANIES PROTEST 


Answering the protest of the Standard Oil Co. (New Jersey) 
and the Carter Oil Co., subsidiary of the Standard, against the 
postponing of the order in No. 15382, Tidal Refining Co. et al. 
vs. Santa Fe et al. (see Traffic World, June 14, p. 1567), the 
southeastern and Carolina lines reassert their declarations about 
the amount of reparation, on shipments of petroleum products, 
claimed thereunder and particularly their declaration that the 
“amount of reparation which the Southern Railway Co.. for 
example, will be called upon to pay ... would be many times 
in excess of the entire net income. .. of the Southern Railway 
Co. for the first three months of 1930.” That declaration, the 
oil companies said, was extravagent and misleading. 

The statement quoted by the Standard companies, the 
answer of the southeastern and Carolina lines, signed by W. 
N. McGehee, Henry Thurtell and E. D. Mohr, asserts “is simply 
a statement of hard, cold,- stubborn facts; and, should these 


cases be reopened and assigned for further hearing, we will ' 


prove these facts not only to the satisfaction of the Commission, 
but also of the Standard Oil companies.” In part, on that 
phase of the controversy, the railroads said: 


The entire n income of the Southern Railway company (that 
is, the amount left after the payment of expenses and fixed charges) 
for the first three months of the year 1930 was $32,914.29. ... i 

The Standard Oil Company of New Jersey alone is claiming 
reparation amounting to $67 per car on 1,695 cars which moved to 
Charleston, S. C. The amount of their claim, exclusive of interest, 
according to their petition, is $113,565. 

The petition of the Standard Oil companies enumerates a total 
movement of 2,550 cars to Charleston, S. C., and at $67 per car 
the amount of reparation would be $170,850, on which we estimate 
the interest would be approximately $30,000, making the total amount 
of reparation on these 2,550 cars approximately $200,000. 


FINAL VALUATIONS 


Valuation No. 1058, Sioux City Terminal Railway Co., opinion 
No. B-776, 31 Val. Rep. 343-59. Final value for rate making purposes 
of the property owned and used for .common carrier purposes found 
to be $169,741 and of the property used but not owned, $243,000, as 
of June 30, 1918. 





Tat 


Ws 
42 

ser 
in 
Ta 
‘1 





me BPSD fk 


garusans proewny 


a Saf eT EM og 


Pele 


ane ypEpN Rpg Capi 


Deena LeAnn 


ar CRO 


Prin seats, 


June 28, 1930 





The Traffic World 


PAGE 1701 





Decisions of Interstate Commerce Commission 





RAIL-BARGE LUMBER RATES 


Without hearing, because no objections were made, the 
Commission, by division 4, in Ex Parte No. 101, through routes 
and joint rates between Beardslee Launch and Barge Service, 
Inc., and other common carriers, has issued a certificate of 
public convenience and necessity in behalf of the barge line 
for operating as a common carrier upon the Tombigbee and 
Mobile rivers between Service and Mobile, Ala. In the same 
report the Commission directed the establishment, not later 
than September 3, of through routes between the barge line 
and the railroads parties to Mobile & Ohio I. C. C. No. B-691 
and Speiden’s tariffs I. C. C. Nos. 1162, 1214 and 1322, on lum- 
ber and forest products, from Service to Ohio and Mississippi 
River crossings and destinations north and west thereof with 
rates on the basis of 2 cents higher than the all-rail rates from 
Mobile. The order contains a proviso to the effect that no 
rail-water route with a rate applicable thereto need be estab- 
lished if the barge line and the railroads agree that it shall not 
be established. 

The barge line, according to the report, organized in 1927, 
has been operating on the Alabama, Tombigbee, Tensaw and 
Mobile rivers in Alabama, with 14 barges and 4 towboats. It 
sought through route and joint rate arrangements to the river 
crossings, to central, western trunk line and Illinois territories, 
on the rate basis of 2 cents over the all-rail rates from Mobile, 
at which point it had been transferring the lumber products 
hauled by it to the Mobile & Ohio. The latter, the report said, 
confirmed the statements as to equipment and service rendered 
by the barge line and took no exception to the request or 
statements. There is no rail transportation from Service. 


ZINC BY-PRODUCTS BASIS 


The Commission, by division 4, in No. 20891, Federated 
Metals Corporation et al. vs. B. & O. et al., has found unrea- 
sonable the rates on zinc by-products from points in Alabama, 
Georgia, Tennessee, Illinois and from all the states in official 
classification territory to Donora, Pa., and Moundsville, W. Va., 
to the extent they exceeded, exceed or may exceed 85 per cent 
of the contemporaneous sixth class rates, except that between 
points where commodity rates were and are maintained on zinc 
spelter lower than 85 per cent of sixth class, the rates were 
found unreasonable to the extent they exceeded, exceed or may 
exceed such commodity rates. New rates are to be established 
not later than September 3. 

A rate from Toronto, Canada, to Moundsville was found 
unreasonable in the past to the extent it exceeded the basis 
mentioned. Reparation was awarded. For reasons set forth 
in Lissberger & Co. vs. Pennsylvania, 115 I. C. C. 521, no finding 
was made as to that rate for the future, the Commission having 
no power over rates from Canadian to United States points 
except for reparation purposes. Reparation was awarded as 
to shipments from Toronto and from other points. 

This report also embraces two sub-numbers, Same vs. Same, 
and American Steel & Wire Co. vs. Same. The complainants, 
the report said, relied chiefly upon rates prescribed on zinc 
by-products in many cases. In Lissberger & Co. vs. P. R. R., 
78 I. C. C. 469, 81 I. C. C. 645, the Commission dealt with by- 
products rates and prescribed 85 per cent of sixth class between 
points in official classification territory and Missouri. At that 
hearing, the report said, the defendants agreed to establish rates 
on the basis prescribed in this case. Reparation, the report 
said, was awarded in the earlier cases. 

In the title case and Sub. No. 1, the Commission found the 
rates unreasonable from all points except from California and 
awarded reparation. In Sub. No. 2 rates were condemned as 
unreasonable from all points except from points in Minnesota 
and reparation was awarded. Commissioner Woodlock noted 
a dissent. 


LONG CAR SWITCHING CHARGE 


An attempt by the carriers serving Seattle, and Tacoma, 
Wash., and Portland, Ore., to restrict the use of cars more than 
42 feet in length in intraterminal, interterminal and intraplant 
service by increasing the charges has been found not justified, 
in I. and S. No. 3357, switching charges at Seattle, Spokane and 
Tacoma, Wash., and Portland, Ore. The Commission, by division 
2, in a report written by Commissioner Brainerd, in addition to 


finding the schedules not justified, has found that the increased 
charges proposed for application at Spokane, Wash., are not 
within its jurisdiction. The order of suspension in respect of 
the charge at Spokane was vacated. The other schedules have 
been ordered canceled and the proceeding discontinued. 

The primary purpose of the carriers was to prevent the 
use of the long cars, designed for the automobile and long timber 
traffic, in the intraterminal, interterminal and intraplant switch- 
ing service so as to conserve them for the line-haul business. 
No proposal was made to increase the charge on the long cars 
which were switched in connection with road-haul service. The 
Commission found that the application of the charges at the 
ports was in connection with ocean-borne traffic and that only 
such traffic was subject to its jurisdiction. Spokane has no 
such traffic as the Commission found subject to its jurisdiction 
at the ports. Therefore, as to all traffic at Spokane and domestic 
traffic at the ports it said it had no power. 

Commissioner Brainerd said that the increased charges 
were not proposed for the purpose of obtaining the small amount 
of additional revenue, but for the avowed purpose of discourag- 
ing, through what he said amounted to a penalty charge, the 
use of the long cars in switching service and thereby to increase 
the availability of such cars for line-haul service. The right to 
impose reasonable charges for such a purpose, he said, was 
clear. That purpose, however, he said, should not be accom- 
plished through the medium of an unreasonable penalty charge, 
the increase amounting to about fifty per cent, or of a penalty 
which, in its operation, unjustly affected certain shippers. The 
increased charges, he said, would reach not only the instances 
of actual abuse, more or less vague on the record, where smaller 
cars would have met the necessities of the case quite as well 
as the longer cars, but also reach a considerable number of 
cases where there was no such abuse. The tariffs, he said, 
should go no further than to remedy the particular abuse to 
which they were directed without creating others. 


NORTH CAROLINA TEXTILE RATES 


In an order issued by the Commission in connection with 
a supplemental report written by Commissioner Eastman, in 
No. 16321, State Corporation Commission of Virginia vs. Aber- 
deen & Rockfish et al., the federal body has directed the car- 
riers, not later than September 2, to remove undue prejudice 
against shippers of textiles from Norfolk, Va., to destinations in 
the eastern part of North Carolina, the less-than-carload intra- 
state rates from points in North Carolina to destinations in 
the eastern part of North Carolina having been found unduly 
to prefer the North Carolina shippers. Rates from Norfolk are 
not to exceed those contemporaneously maintained from 
Greensboro, Salisbury, Durham and Winston-Salem to points in 
eastern North Carolina for like distances. The finding of undue 
prejudice in the rates from Norfolk is in comparison with rates 
from the North Carolina textile manufacturing and shipping 
points such as Greensboro, Salisbury, Durham and Winston- 
Salem to destinations on and east of the Richmond division of 
the Seaboard Air Line between the Virginia-North Carolina 
state line and Norlina, the Portsmouth division of the Seaboard 
Air Line between Norlina and Raleigh, the Norfolk Southern 
between Raleigh and Fayetteville, and the Atlantic Coast Line 
between Fayetteville and Wilmington. 

This supplemental proceeding is an outgrowth of the case 
in which the Virginia commission attacked the North Carolina 
intrastate rates as unduly preferring state commerce in com- 
parison with interstate commerce from Virginia into North 
Carolina. Former reports are in 161 I. C. C. 273, and 136 I. C.C. 
173. The Commission, in the main part of the case, found the 
North Carolina rates unjustly discriminatory against interstate 
commerce to the extent they were less than the standard south- 
ern class rates. Commodity rates in some Cottrell tariffs were 
excepted. The North Carolina commission revised the state 
rates, but the rates on cotton piece goods, knitting factory 
products and hosiery, collectively called textile rates, were not 
revised. Shippers at Norfolk complained and showed wide dis- 
parities in the less-than-carload rates. One shipper showed that 
for 44 miles from Norfolk to Elizabeth City, N. C., he paid 
63 cents a hundred pounds, while his competitor at Charlotte, 
N. C., paid only 45 cents for a 338-mile haul. Such disparities, 
Mr. Eastman said, were wholly inconsistent with the Commis- 
sion’s former finding. In this case the Commission affirmed its 
former findings of undue prejudice and preference with respect 
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to rates on the commodities mentioned, in less-than-carloads, 
from Norfolk, Va., to destinations in North Carolina. 


SPOKANE LUMBER TRANSIT 


The Commission, by division 3, in No. 21482, Inlanéd Empire 
Manufacturers’ Association vs. Abilene & Southern et al., has 
found unduly prejudicial to Spokane, Wash., manufacturers of 
lumber the failure of the Chicago, Milwaukee, St. Paul & Pacific 
to accord members of the complaining association transit on 
lumber at Spokane under like rules and regulations and at the 
same transit charge as it contemporaneously gives their com- 
petitors at transit points in Illinois, Iowa, Wisconsin Min- 
nesota and South Dakota. The undue prejudice is to be 
removed not later than September 3. No method for the re- 
moval of the undue prejudice is set forth in the report. In- 
asmuch as the Milwaukee established transit at South Still- 
water, now Bayport, Minn., on account of a finding of undue 
prejudice against it in Anderson Lumber Co. vs. Northern 
Pacific, 87 I. C. C. 425, the Milwaukee’s option in complying 
with the order in this case is not as broad as usual in cases 
where the Commission, in form, leaves the manner of the re- 
moval of prejudice to the option of the carrier. 

According to the report, the principal advantages enjoyed 
by manufacturers at eastern transit points, that is, points in 
western trunk line territory, are the lack of limitation on the 
length of the inbound haul to the transit point, a lower transit 
charge and a longer period within which sash, doors and other 
millwork manufactured from transited lumber may be shipped 
out at the balance of the through rate. Spokane manufacturers 
may not have transit on lumber drawn more than 250 miles 
from their mills and have only six months in which to ship out 
the products, while the eastern manufacturers have no mileage 
restriction and have twelve months in which to ship out on 
lower transit charges. On account of the 250-mile limitation, 
the Spokane manufacturers, for instance, cannot bring in lumber 
from Klamath Falls, Ore., except on a combination of locals 
to and from Spokane, while the manufacturers at eastern transit 
points can draw their supplies of lumber from not only Oregon 
but at any other points they may find it at prices that attract 
them. The complainant contendéd there was no reason for 
graded transit charges such as were maintained at Spokane, but 
the Commission said their reasonableness had not been brought 
into issue in this complaint. 

Complaint was made as to the transit situation at Omak and 
Dover, Wash., points not served by the Milwaukee, but served 
by transcontinental lines which do not give transit at so-called 
eastern points because they are not forced thereto by com- 
petitive situations. The complainant, however, contended that 
all the lines were guilty of subjecting its members to undue 
prejudice and preference for their eastern competitors. The 
Commission, however, cited cases to show that in the matter of 
transit the granting or withholding of it was within the control 
solely of the line serving a particular point. The point was 
made that the Milwaukee, of its own strength, could not remove 
the undue prejudice, but the Commission cited a different con- 
clusion reached by it in Duluth Chamber of Commerce vs. 
C. & N. W., 120 I. C. C. 683, and 156 I. C. C. 156. 

As to lumber originating at points more than 250 miles 
from Spokane it was contended that the combination of locals 
plus the transit charge constituted a departure from the fourth 
section, Procter & Gamble vs. A. & V., 129 I. C. C. 385, being 
cited in support of that contention. The Commission, however, 
said that that decision was reversed in 153 I. C. C. 655. It said 
there was no fourth section violation. 

The Commission said that the record did not afford a basis 
for a finding in respect to transit service at points at which 
mills were operated by members of the Western Pine Manu- 
facturers’ Association and West Coast Lumbermen’s Association, 
interveners in this case. It found that the assailed charges, 
rules and practices were not unduly prejudicial except as spe- 
cifically condemned. , 

Commissioner Porter, concurring, said he agreed with the 
majority only because of the finding in the Duluth Chamber 
of Commerce case, supra, in which he dissented. Commissioner 
Tate joined in that concurrence. 


RICE AND SYRUP TO BLACK HILLS 


The Commission, by division 3, in No. 22213, Board of Rail- 
road Commissioners of the state of North Dakota vs. Santa Fe 
et al., has found unreasonable but not unduly prejudicial the 
rates on rice, cleaned, cracked or crushed, and on edible syrup 
and molasses, carloads, from various southwestern points to 
destinations in the Black Hills of South Dakota to the extent 
they may exceed rates constructed upon the basis prescribed in 
Texas Sugar Refining Co. vs. A. & V., 146 I. C. C. 711, called 
the Texas case. 
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No order was issued, but the Commission said the defend. 
ants were expected to establish rates in conformity with the 
findings. It said that if they were not established within 6 
days it would consider assigning the case for further hearing 
to determine what modification, if any, should be made in the 
findings with respect to origin grouping in the application of 
the rates prescribed. Uncertainty as to the groupings cop- 
strained the Commission to omit the issuance of an order and 
leaving the making of the rates with the necessary groupings 
to the carriers in the first instance. 


RATES ON PILING 


The Commission, by division 3, in No. 21978, Manassa Tim- 
ber Co. vs. St. Louis-‘San Francisco et al., and a sub-number, 
Same vs. Same, has found rates on piling, from points in 
southeastern Missouri and northeastern Arkansas to Chester, 
Ill., not unreasonable or in violation of the long-and-short-haul 
part of the fourth section. It found that some of the shipments 
had been misrouted. It further found the rates on the like 
commodity from points in northeastern Arkansas to Eton, De. 
Witt and Missouri City, Mo., not unreasonable. Like rates 
from some of the origins indicated in the preceding sentence 
to Eton and DeWitt were found unreasonable. Reparation was 
awarded. 

The finding of unreasonableness, in connection with which 
an order requiring the establishment of new rates not later 
than September 15 follows: 


We further find that the applicable rates on the shipments em- 
braced in No. 21978 (Sub. No. 1) from Poplar Ridge, Lake City, 
Caraway, Mandalay, Steir and Rivervale, Ark., to Eton, Mo., were, 
are, and for the future will be, unreasonable and in violation of the 
aggregate of intermediates clause of section 4 of the act, to the 
extent that they exceeded, exceed, or may exceed 34, 32.5, 33, 33, 
33, and 33, cents respectively; and that the applicable rate from 
Bard, Ark., to De Witt, Mo., was, is, and for the future will be 
unreasonable and in violation of the long-and-short-haul clause of 
= 4 to the extent that it exceeded, exceeds, or may exceed 32.5 
cents. 


RELAY RAILS AND SCRAP IRON 


The Commission, by division 3, in No. 22496, Garsons Iron 
& Steel Co. vs. Gulf & Sabine River et al., has found unreason- 
able in the past, but not unduly prejudicial, the rate on relay 
rails, from Fullerton, La., to Beaumont, Tex., for export, to the 
extent it exceeded 15 cents, the subsequently established pres- 
ent rate. That rate, established December 15, 1927, was found 
not unreasonable. 

As to scrap iron the finding was that the rate from Clarks, 
La., to Houston, Tex., for export was unreasonable to the ex- 
tent it exceeded 27.5 cents in the past and that it would be 
unreasonable for the future to the extent it might exceed 23 
cents plus the established charges for wharfage and for han- 
dling from cars to shipside. That rate is to be established not 
later than September 16. Carriers were authorized to waive 
the collection of undercharges to the basis of the rates found 
reasonable. 


PETROLEUM COMBINATIONS CASE 


With five commissioners expressing separate views, the 
Commission, on reconsideration in No. 16534, National Refining 
Co. et al. vs. Big Four et al., in a report written by Commissioner 
Woodlock, has modified the former report, 139 I. C. C: 307, so 
as to award reparation on shipments of petroleum products 
found to have been routed from points in the midcontinent 
field to central territory via the Chicago & Alton through 
Green Ridge, Ill. The complainants have been told to prepare 
rule V statements. 

The question was as to the application of rule 5 (b) of 
Tariff Circular 18-A pertaining to the making of combinations. 
In the original report the Commission found that none of the 
shipments was overcharged and the complaint was dismissed. 
The modified finding is that the rate applicable to shipments 
of record, the movement of which via Green Ridge would not 
have been inconsistent with shipper’s routing instructions, was 
the combination made on that point under the principle of 
rule 5 (b). 

In the discussion leading to the finding Commissioner Wood- 
lock said that “in arriving at the lowest combination under 
rule 5 (b), that rule may not be used in those instances where 
the route inserted in the bill of lading was such as would not 
permit the Chicago & Alton Railroad, the line reaching Green 
Ridge, to participate in the movement.” 

Green Ridge became an important point in shipments from 
the midcontinent groups because it had a rate of 26.5 cents, 
while the rates at points on each side of it were 36.5 cents. 
Commissioner Woodlock said that that was probably the result 
of a mere typographical error. But he said that as to all ship 


ments upon which the lowest combination which could have 
been figured was that based upon the use of the 26.5 cent rate 
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to Green Ridge under rule 5 (b), that was the applicable through 
rate, where the movement via Green Ridge would not have 
been inconsistent with the shipper’s routing instructions. 

Commissioner Woodlock said he was authorized to say that 
Commissioner Farrell concurred in the result. Commissioner 
Porter concurred in the result, but said that for the reasons 
set forth in Commissioner Eastman’s dissent in Cudahy Pack- 
ing Co. vs. B. & O., 160 I. C. C. 328, in which he joined, he 
could not agree with the opinion expressed in the sentence, 
beginning with the words “in arriving.” He said he was 
authorized to say that Commissioner Aitchison concurred in 
that expression. 

Commissioner Eastman, dissenting, called attention to his 
dissent in the Cudahy Packing case. Commissioner Brainerd, 
dissenting, said the fact that some shipments were so routed 
as to permit movement via Green Ridge, in his opinion, was 
without significance in determining the applicable rate to be 
applied thereto over the actual route of movement. The rate 
collected, he said, might or might not have been reasonable. 
Prima facie, he added, it was unreasonable. But he said that 
question was not here for consideration. 

The report also embraces No. 16534 (Sub. No. 1), American 
Petroleum Products Co. vs. Same et al., and No. 16532, Same 
vs. Same et al. 


COMMISSION REPORTS 


Matrix Paper 
No. 22564, Certified Dry Mat Corporation vs. Boston & 
Maine et al. By division 3. Complaint dismissed. Rate, 
matrix paper, carloads, West Groton, Mass., to Cleveland, O., 
not unreasonable. 
Lumber 


No. 22634, Hall Lumber Co. vs. S. A. L. et al. By division 
5. Complaint dismissed. Rate, Littman, Fla., to Atlanta, Ga., 
not unreasonable or otherwise unlawful. 


Gasoline 


No. 22584, Simms Oil Co. vs. C. & E. I. et al. By division 
5. Carload, gasoline, Smackover, Ark., to Marion, IIl., mis- 
routed by Missouri Pacific. Rate, 36 cents, over route car 
should have been sent, not unreasonable. Reparation of $53.96 
awarded. 

Sugar 

No. 22244, Baffert & Leon et al. vs. Arizona Eastern et al. 
By division 4. Rates, sugar, points in California to destina- 
tions in Arizona unreasonable to the extent they exceeded from 
southern and northern California groups, respectively, 66 and 
66 cents to Yuma, 71 and 73 cents to Phoenix and Mesa, and 
73 and 77 cents to Tucson, minimum 60,000 pounds. Repara- 
tion awarded. Commissioner Woodlock dissented on the ground 
that when the Commission approved or prescribed a rate as 
reasonable that charging of that rate might not, at a later 
day, properly be said to be a tort for which the carrier should 
be mulcted in damages. The Commission made the decision 
on the authority of Phoenix Chamber of Commerce vs. Santa 
Fe, 140 I. C. C. 171, in which the same question arose. 


Sawmill Machinery 


No. 22460, Pacific Lumber Co. vs. B. & O. et al. By divi- 
sion 5. Rates, sawmill machinery, Painesville, O., to Scotia, 
Calif., inapplicable. Applicable rates, $2.12 on a minimum of 
30,000 pounds and $1.78 on a minimum of 40,000 pounds not 
shown to have been unreasonable. Charges of $9,405.93 at 
various carload and less-than-carload rates were collected. Rep- 
aration of $3,732.46 awarded. 


Cross Ties 


No. 21827, Dodge County Lumber Co. vs. Southern Railway. 
By division 3. Complaint dismissed. Rates, cross ties, points in 
South Carolina to Charleston, S. C., for movement by water 
beyond, applicable and not unreasonable. 


(Power Shovel 
No. 21967, Northern Commercial Securities Co. vs. Florida 
East Coast. By division 3. Complaint dismissed. Carload 
rate factor, Little River Fla., to Jacksonville, Fla., on a power 
shovel with boom and scoop, destined to Rockford, IIl., and 
reconsigned to Beloit, Wis., applicable and not unreasonable. 


Scrap Metals 


No. 22128, Omaha Metal & Rubber Co. et al vs. C. & N. W. 
et al. By division 3. Complaint dismissed. Rates, scrap 
metals (non-ferrous), in straight or mixed carloads, Omaha, 
Neb., to St. Louis, Mo., Chicago, Ill., and points in Illinois and 
Indiana to which the Chicago and St. Louis rates apply, not 
unreasonable or otherwise unlawful. 
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Crane and Steam Shovel 
No. 22191, Municipal Paving & Construction Co. vs. S. A. L. 
et al. By division 3. Complaint dismissed. Rates, crane and 
steam shovel, graders and road rollers, in mixed carloads, and 
road rollers, pump, and piping, in a mixed carload, Gainesville 
and Arredondo, Fla., to Nashville and Fosterville, Tenn., and 
Decatur, Ala., not unreasonable or unduly prejudicial. 


Old Wooden Crates 


No. 22551, Berney-Bond Glass Co. vs. D. L. & W. et al. By 
division 5. Rate, old wooden crates, carloads, Newark, N. Ji, 
to Clarion, Pa., unreasonable to the extent it exceeded 45 cents, 
minimum 12,000 pounds, subject to Rule 34. Reparation of 
$277.69 awarded. 

Lumber 

No. 22483, Northern Pole & Lumber Co. vs. Minneapolis, 
Red Lake & Manitoba et al. By the Commission. Rates, lum- 
ber, Redby, Minn., to Green Island, N. Y., Detroit, Mich., and 
Youngstown, Ohio, inapplicable. Applicable rates were 57.5, 
45 and 47 cents, respectively. Rates, Redby, to Chicago, Cragin, 
Proviso, and Zion, Ill., Perth Amboy, N. J., and Milwaukee and 
West Allis, Wis., unreasonable to the extent they exceeded 59 
cents to Perth Amboy and 32.5 cents to Chicago, Cragin, Mil- 
waukee, Proviso, West Allis, and Zion. Reparation awarded. 
Commissioner Brainerd dissented for the reasons expressed by 
Commissioner Farrell in his dissenting opinion in Lehigh Port- 
land Cement Co. vs. C. & O., 152 I. C. C. 351, a combination rule 
case such as this one. Commissioners Woodlock, Farrell and 
Lee joined in the Brainerd dissent. Commissioner Tate noted 
a dissent. 


Dried Buttermilk 


No. 22694, Beatrice Creamery Co. vs. Ann Arbor et al. By 
division 3. Complaint dismissed. Rates, dried buttermilk, car- 
loads, points in Colorado, Wyoming, the Dakotas, Minnesota, 
Iowa, Nebraska, Kansas, and Missouri, to destinations east of 
the Illinois-Indiana line, applicable and not unreasonable or 
otherwise unlawful. 

Paddy Rice 

No. 21822, Rice Growers’ Association of California vs. 
Southern Pacific. By division 4. Rates, paddy rice, carloads, 
producing points in California to San Francisco for export, 
unreasonable to the extent they exceeded the contemporaneous 
interstate rates on grain from and to the same points by more 
than 25 per cent, observing as minima rates prescribed in 
Lake Charles Rice Milling Co. vs. A. & N., 63 I. C. C. 18, for 
corresponding distances. Reparation awarded. 


Newsprint Paper 
No. 21752, Salt Lake Tribune Publishing Co. et al. vs. 
Bamberger Electric et al. By division 3. Complaint dismissed. 
Rate, newsprint paper, Camas, Wash., and West Linn and Port- 
land, Ore., to Salt Lake City and Ogden, Utah, not unreasonable 
or unduly prejudicial. 


Dining Room Furniture 
No. 21669, William S. Schwartz vs. Southern Pacific et al. 
By division 4. Complaint dismissed. Charges, dining room 
furniture, carloads, Staunton, Va., to San Francisco and Los 
Angeles, Calif., not unreasonable or unduly prejudicial. 


Slate Blackboards 
No. 21625, R. C. Elvin vs. C. & N. W. By division 3. Com- 
plaint dismissed. Rate, carload of slate blackboards, Minnesota 
Transfer, Minn., to Ames, Ia., applicable. 


Tablet-Top Sheets 


No. 21455, D. & S. Tablet Co. vs. New York Central et al. 
By division 3. Complaint dismissed. Rates, printed or litho- 
graphed tablet-top sheets, carloads, and less than carloads, 
Albany, N. Y., to Atlanta, Ga., not unreasonable. 


Polished Marble 


No. 20528, Southern Builders Material Co. vs. A. G. S. 
et al. By division 3 on reconsideration. Finding in former 
report, 156 I. C. C. 789, that rates on sand-rubbed and polished 
marble, carloads, Knoxville, Tenn., to Shreveport, La., were 
unreasonable, affirmed. 

Naphthalene 


No. 20390, Atlantic Coal Tar Distallates vs. Pennsylvania 
et al. By division 3. Complaint dismissed. Rates, crude 
naphthalene, carloads, Philadelphia and Swedeland, Pa., Buffalo, 
N. Y., Youngstown, O., and New Haven, Conn., to Bayway, N. J., 
not unreasonable or otherwise unlawful. 


Ice Cream 


No. 22639, Wiswell Creamery Co. vs. Railway Express 
Agency, Inc. By division 3. Complaint dismissed. Charges, 
express shipments of ice cream in dry refrigerating containers 
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manufactured of canvas, fiber and felt, La Junta, Colo., to 
points in Arizona, New Mexico and Texas, inapplicable to the 
extent they exceeded charges based on 75 per cent of actual 
weight Applicable charges not unreasonable or unduly preju- 
dicial. Defendant told promptly to refund overcharges. 


Rough Grinding Balls 
No. 22805, International Cement Corporation vs. C. & O. 
et al. By division 3. Rate, carload of castings, or rough grind- 
ing balls, Peru, Ind., to New Orleans, La., for export to Cuba, 
inapplicable. Applicable rate was 37.5 cents. Reparation of 
$180.16 awarded. 
Coal Switching Charge 


No. 22671, Middle West Coal Co., Inc., vs. C. & O. et al. By 
division 3. Switching charge collected by the Pennsylvania 
at Fort Wayne, Ind., carload of coal originating at Glo, Ky., 
inapplicable. Applicable charge $3.15 a car not unreasonable. 
Reparation of $13.06 awarded. 


Marble and Granite 


No. 19865, Turner Marble & Granite Co. vs. A. C. L. et al., 
and No. 21896, Same vs. Same. By division 2. Upon rehearing 
finding in original report in the title case, 147 I. C. C. 796, that 
rates charged on shipments, rough sawed marble, points in 
Tennessee and Georgia to Tampa, Fla., were inapplicable, 
affirmed. Reparation awarded. No. 21896 dismissed. Rates, 
marble, granite, and limestone, rough quarried, sawed, and/or 
sand rubbed, points in Tennessee, Alabama, and Georgia to 
Tampa and Ybor City, Fla., not unreasonable or otherwise 
unlawful. 

Citrus Fruit 


No. 20644, Caruso, Rinella, Battaglia Co., Inc., vs. A. C. L. 
et al. By division 3. Rates, citrus fruit, Lisbon and Winter 
Haven Fla., to Saratoga Springs, N. Y., unreasonable prior to 
November 9, 1928, to the extent they exceeded $1.125 a standard 
box from Lisbon and $1.152 from Winter Haven. Reparation of 
$50.96 awarded. 

Grain 


No. 21909, Farmers Exchange, Metolius, Ore., et al. vs. S. 
P. & S. et al. By division 3. Rates, grain, points in Oregon, 
over an interstate route, to Portland, Ore., unreasonable to the 
extent they exceeded rates subsequently established. Repara- 
tion awarded. 


Lumber 
No. 22424, Amos Lumber Co. vs. Pennsylvania et al., and a 
sub number, S. J. Peabody Lumber Co. vs. Same. By division 
3. Complaints dismissed. Rate, lumber, Edinburg, Ind., to 


Jamestown, N. Y., not unreasonable or otherwise unlawful. 
Rate, Bourbon, Ind., to North Tonawanda, N. Y., applicable. 


Walnut Logs 
No. 22372, Thompson Veneer Co. vs. A, C. L. et al. By 
division 3. Complaint dismissed. Rates, walnut logs, Ahoskie, 
Tarboro, and Rich Square, N. C., to Edinburg, Ind., not unrea- 
sonable or otherwise unlawful. 


Potatoes 


No. 22254, Anniston Traffic Bureau vs. L. & N. et al.. By 
division 3. Rates, potatoes, points in Iowa, Michigan, Minnesota 
and Wisconsin, to Anniston, Ala., unreasonable and unduly 
prejudicial, to the extent they exceeded or may exceed by more 
than 2 cents a hundred pounds the rates contemporaneously 
maintained to Birmingham, Ala. Reparation awarded. New 
rates to be established not later than September 15. 


Imported Bananas 


No. 22153, Doyle-Barnes Co, et al. vs. Southern Pacific et al. 
By division 3. Rates, imported bananas, El Paso, Tex., to Los 
Angeles, San Diego, and El Centro, Calif., found unreasonable 
as to the past to Los Angeles and San Diego to the extent 
they exceeded $1.30; and as to the past and future from El Paso 
to El Centro to the extent the rate exceeded $1.11. Reparation 
awarded. New rate to El Centro to be established not later than 
September 15. 

Steel Floor Arches 


No. 22096, National Concrete Metal Forms Corporation vs. 


C. & O. et al. By division 3. Complaint dismissed. Rate, steel 
floor arches, Huntington, W. Va., to Indianapolis, Ind., ap- 
plicable. 

Wood Pulp 


No, 21960, Pittston Paper Corporation vs. Canadian National 
et al. By division 3. Complaint dismissed. Rate, wood pulp, 
Edmundston, New Brunswick, Canada, to Forest Castle, Pa., 
not unreasonable. 

Wrought Iron Pipe 

No. 21937, Tidal Oil Co. vs. Rock Island et al. By division 
5. Rates, wrought iron pipe, Tulsa and Weleetka, Okla., to 
McCamey, Tex., not unreasonable. Rates, Covington and Sem- 


inole, Okla., to McCamey, Tex., unreasonable to the extent 
they exceeded 77 cents a hundred pounds. 


Reparation awarded. 
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Commissioner Brainerd, concurring, said he thought the rates 
were unreasonable to the extent they exceeded those prescribed 
in the southwestern revision. 


Lumber, Etc. 


No. 21388, Virginia Lumber Corporation vs. A. C. L. et al, 
and six sub numbers, Esteve Brothers & Co. vs. A. C. L. et al; 
Newsome Lumber Co. vs. Blue Ridge et al.; Ramsey & Wheeler 
vs. A. C. L. et al.; Bright Brooks Lumber Co. vs. A. C. L. et 
al.; Urquhart & Co. vs. A. C. L. et al., and Atlantic Log & 
Export Co., Inc., vs. Central of Georgia et al., and No. 21389, 
Atlantic Tie & Timber Co. et al. vs. S. A. L. Rates, interstate, 
lumber, stave blocks, staves, cross ties, logs, and poles, points 
in Georgia to Jacksonville, Fla., for Florida destinations, and 
to Savannah, Ga., for export or coastwise movement, inap- 
plicable as to some shipments; applicable rates or factors were 
the class P per-car rates without charge for the weight in 
addition to the published minima. Reparation awarded to com. 
plainants except Ramsey & Wheeler in No. 21388, sub No. 3, 
and Bright Brooks Lumber Co. in No. 21388, sub No. 4. Sub 
numbers 3 and 4 dismissed. These cases were handled in ac- 
cordance with decisions made in Flowers Lumber Ce. vs. §, 
A. L., 142 I. C. C. 265, and others covering similar situations in 
regard to per car rates in Florida. 


Cement 
No. 22570, Perry T. Fess vs. St. Paul. By division 3. Com- 
Dlaint dismissed. Rate, cement, Mason City, Ia., to Juda and 
Monroe, Wis., found in violation of the fourth section but not 
unreasonable. Defendant directed to remove the violation. 


Fresh Meats 
No. 22603, Canada Packers, Ltd., vs. Boston & Maine et al. 
By division 3. Complaint dismissed. Rates, fresh meats, To- 
ronto, Ont., and Montreal, Que., to destinations in trunk line 
and New England territories, not unreasonable. 


Petroleum Gas Oil 


No. 22737, Texas Louisiana Power Co. vs. Santa Fe et al. 
By division 5. Rate, petroleum gas oil, Borger, Tex., over an 
interstate route to Perryton, Tex., unreasonable prior to August 
19, 1929, to the extent it exceeded 24 cents, but not unreason- 
able now. Reparation awarded. 


Flat Paper Cups 
No. 22486, Atlanta Paper Co. vs. Boston & Maine et al. 
By division 3. Complaint dismissed. Rate, carload of flat 
paper cups, Worcester, Mass., to Atlanta, Ga., not unreasonable. 


Petroleum Products 


No. 22451, Illinois Oil Co. vs. Santa Fe et al. By division 
3. Rates, petroleum products, Cushing, Bristow, Cleveland, 
and Drumwright, Okla., to Clinton, Fulton, and Mayfield, Ky., 
unreasonable but not unduly prejudicial to the extent they ex- 
ceeded or may exceed 41.5 cents. This finding without preju- 
dice to any different conclusions that may be reached in No. 
17000, part 4, Hoch-Smith petroleum and No. 18458, the general 
petroleum investigation. Reparation awarded. New rate to be 
established not later than September 16. 


CONTROL OF WHEELING 


The Commission, in Finance No. 6486, control of Wheeling 
& Lake Erie, the application of the Pittsburgh & West Virginia 
for authority to acquire the stock of the Wheeling has ruled 
that F. E. Taplin, president of the applicant, shall answer the 
question, asked by the Wheeling & Lake Erie, as to what the 
Pennroad Corporation paid for the Taplin stock in the Pitts- 
burgh & West Virginia. It has ruled that H. H. Lee, president 
of the Pennroad, need not answer inquiries as to what that 
corporation paid for that stock. 

A further ruling by the Commission was that the Wheeling 
& Lake Erie had a right to intervene in the application of the 
Pittsburgh & West Virginia to buy Wheeling stock. Therefore 
it has denied the motion of the Pittsburgh & West Virginia to 
keep the Wheeling out of the case. 

Another ruling is that F. E. Taplin need not answer ques- 
tions put to him by A. P. Martin, attorney for the Wheeling, 
as to the interests he has in coal properties, coal sales agencies, 
and things of that sort which Mr. Martin thought would show 
the connection between the Taplins and the Pennsylvania. 

The information about the price paid for the Pittsburgh & 
West Virginia stock and other information. asked for in the 
hearing on the application of the Pittsburgh & West Virginia is 
to be sent to the parties interested witht copies to the Com- 
mission. These rulings were made at the end of the hearing 
held by Assistant Director Burnside of the Commission’s bureau 
of finance. (See Traffic World, June 21, p. 1637.) No reason 
was given by the Commission for declining to require H. H. Lee 
to give information about the price paid by the Pennroad Cor- 
poration for the Taplin stock in the Pittsburgh & West Virginia, 
amounting to more than 220,000 shares. 
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COAL FROM BRILLIANT, ALA. 


A finding of undue prejudice in rates on coal and an order 
requiring its removal by changing group differentials have been 
proposed by Examiner P. F. Mackey in No. 21767, Brilliant 
Coal Co. et al. vs. Illinois Central et al. He said the Com- 
mission should find unduly prejudicial the rates on coal, moving 
interstate, from Brilliant, Ala., to southeastern points, to points 
on the Louisville & Nashville between Mobile, Ala., and New 
Orleans, La., and to Pensacola, Fla., via. Birmingham, Ala. 
Complainants, operating mines at Brilliant, in what is known 
as group 3, on a branch of the Illinois Central, alleged that the 
rates from Brilliant to southeastern points, to destinations on 
the Louisville & Nashville between Mobile and New Orleans 
and to Pensacola via Birmingham were unreasonable and unduly 
prejudicial. 

At first the Frisco and the L. & N., delivering and connect- 
ing lines, were ‘the /only defendants. The complaint was 
amended so as to include other lines. A claim for reparation on 
shipments to Pensacola, the examiner said, was abandoned. 
The examiner said that traffic from group 3 had no outlet except 
via the connection between the Illinois Central branch with 
the Frisco at Winfield, Ala. Complainants, he said, declared 
that the competition between the groups, four in number, was 
so keen that contracts for coal were frequently placed on as 
small a difference as one cent a ton in the delivered price. On 
brief, he said, the complainants admitted that the only effect 
of the alleged undue prejudice had been to compel them to 
shrink the normal profits of their business to the extent of the 
assailed group differentials. The proposed findings follow: 


1. That the rates from group 3 to southeastern points, to Pensa- 
cola, and to points on the L. & N. between Mobile and New Or- 
leans, via Birmingham, are and for the future will be unduly preju- 
dicial and unduly preferential of groups 1 and 2, to the extent that 
they exceed or may exceed rates from group 2 by more than 5 cents, 
and from 3 by more than 10 cents. 

2. That rates from group 3 to points on the L. & N. between 
Mobile and New Orleans, via Amory, Miss., are and for the future 
will be unduly prejudical and unduly preferential of groups 1 and 2 
to the extent that they exceed or may exceed the rates from the 
groups last mentioned. 


STOCKYARD SERVICE CHARGE 


In a report on further hearing in No. 17669, sub-No. 1, 
Strauss & Adler, Inc., vs. New York Central et al., and the 
cases joined with it, Examiner T. Leo Haden has recommended 
that the Commission find that the service charge collected by 
the Pennsylvania for the account of the Pittsburgh Union Stock 
Yards Co. at Pittsburgh, Pa., and the New York Central for 
the account of the Buffalo Stock Yards was illegal and unrea- 
sonable and award reparation. In the former report, 153 I. C. 
C. 609, the Commission found that the so-called service charge 
collected on shipments of ordinary livestock, originating at 
western points and destined to eastern markets and stopped 
en route at Pittsburgh, Pa., and East Buffalo, N. Y., for feed, 
water and rest was a charge for transportation. The Commis- 
sion further found that if the carriers could justify the charge 
as reasonable they should publish it in their tariffs. Their 
tariffs at present call for payment of such charges by the 
shippers. 

The report says that the yard at Pittsburgh is a non-rail- 
road yard but that the yard at East Buffalo is an autonomous 
department of the New York Central. The cattle are unloaded 
at those points on account of the provision of the law forbid- 
ding the detention, in cars, of livestock more than 28 hours 
without the consent of the shipper or more than 36 hours with 
his consent. Trains cannot be put through fast enough to 
avoid stopping for feed, water and rest, hence the operations 
at the points mentioned. 

Haden said that the carriers had failed to show that the 
service charge collected after January 29, 1923, on traffic over 
the Pennsylvania and on traffic over the New York Central 
after March 1, 1922, which charge, prior to those dates, was 
included in the line-haul rate, was just and reasonable. 


CHIPBOARD FROM WATERTOWN, N. Y. 


Examiner A. E. Later, in No. 14865, Hinde & Dauch Paper 
Co. vs. Big Four et al., and No. 21430, Same vs. A. C. & Y. et 
al., has recommended that the Commission find unreasonable 
but not otherwise unlawful the rates on chipboard, from Water- 
town, N. Y., to destinations in eastern trunk line, central and 





New England territories to the extent they exceeded, exceed 
or may exceed those now applying on the same commodity 
from the Syracuse, N. Y., group points on the New York Cen- 
tral to the same destinations, award reparation and prescribe 
rates for the future. 

In the title complaint, filed in April, 1923, it was alleged 
that the rates from Watertown to Cleveland and Sandusky, O., 
Muncie, Ind., and Chicago, Ill., were unreasonable, unjustly 
discriminatory and unduly prejudicial. Rates, the equivalent 
of 80 per cent of sixth class, minimum 36,000 pounds, and 60 
per cent of sixth, minimum 60,000 pounds, were sought, using 
the class rates from Albany, N. Y., as the basis. The later 
complaint, filed in 1928, alleged that the rates from Watertown 
to the three territories mentioned were unreasonable. 

Complainant, which, according to the examiner, emphasized 
the importance of gross ton-mile comparisons, contended that 
the rates on chipboard should be lower than on building paper 
and other paper articles grouped therewith for rate-making 
purposes. Examiner Later said that similar contentions had 
been considered by the Commission on several occasions and 
had uniformly been overruled, citing Lafayette Box Board & 
Paper Co. vs. A. C. & Y., 101 I. C. C. 273. He added that in 
view of the limitations of the evidence in this case the estab- 
lishment of a mileage scale of rates on chipboard from Water- 
town did not appear justified. He said the findings in this 
case should be without prejudice to those which might here- 
after be made in No. 15879, the eastern class rate investigation. 


KANSAS CITY SWITCHING 


Adherence to the stated-by-the-car switching charge custom 
at Kansas City, Mo.-Kan., is recommended by Examiner William 
A. Disque in No. 22627, Sonken-Galamba Corporation vs. Chi- 
cago & Alton et al., and a sub-number, Same vs. Burlington 
et al. He said interstate intraterminal and interterminal switch- 
ing rates and charges on scrap and waste materials in that 
city should be found applicable but unreasonable, in cases in 
which charges are based on rates stated in cents a hundred 
pounds, where and to the extent they exceed or may exceed 
$20 a car and that the combination charges for joint-line move- 
ments, made in whole or in part in the same manner, are un- 
reasonable where and to the extent they exceed or may exceed 
$36 a car, these amounts to include car rental. Since the 
proposed charges will result in both increases and reductions, 
Disque says, no reparation should be awarded. 

The complaints were brought by dealers in waste and scrap 
materials. Disque explained that intraterminal and interterminal 
meant that the rates or charges were for single-line and joint- 
line application, respectively, on shipments having both origin 
and destination within the switching limts. Rates and charges 
for interterminal movements, he said, were generally combina- 
tions of those for intraterminal movements. Rates mentioned 
by him were both in cents a hundred pounds and a car. In 
addition, he dealt with instances in which car rental charges 
were used. In the course of his report he reviewed the action 
of the Commission in many switching cases involving the rates 
and charges throughout big industrial cities and areas. Among 
other things, he found that the carriers, in some instances, 
charged more for the movement in one direction than in the 
other. As to them, he said there was no showing that the 
disparities mentioned by him did anyone injury. But he said 
there were a number of decisions wherein the charging of 
greater compensation for service in one direction than the other 
without good reasons was condemned. No justification for the 
situation in Kansas City was offered by the railroads. Cost 
studies were offered in this case with the criticisms usual in 
such instances. The railroads showed by the cost study that 
they lost more than $2 a car. In summing up just prior to the 
findings hereinbefore mentioned, Disque said the Commission 
should say: 


Stated per-car charges induce the shipper to load all he possibly 
can into one car. They save equipment by reducing the number 
of shipments and thus result. in more economical switching, but 
they deprive the carrier of revenue it would otherwise receive. The 
ideal situation would be economy and reasonable revenue. What 
we have said above and in previous cases may be largely theoretical, 
but in the absence of anything in this case to lead us to a different 
conclusion, we adhere to the stated charge, and will proceed to pre- 
scribe charges for scrap iron that will yield the carrier fair profit 
and at the same time require the shipper to pay what we believe 
the service to be worth. In a large community like Kansas City, any 
switching charges much lower than those here under consideration 
should be regarded with suspicion. It is difficult to see why industrial 
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switching rates should be much lower than reasonable line-haul rates. 
The service is about the same. As to the value of the service, it 
is = a lot more to the shipper to have 60 tons, than 30 tons, 
moved. 


LUMBER AND POULTRY SWITCHING 


A situation arising from the failure of the carriers to make 
fourth section revisions when they revised their intermediate 
rules has been recommended for condemnation by Examiner 
Harris Fleming in No. 22665, California Pine Box Distributors 
et al. vs. Santa Fe et al., No. 22760, Jensma Creamery Co. et al. 
vs. Same, and No. 22896, Armour & Co. vs. Same. 

Upon complaints assailing the line-haul rates plus a switch- 
ing charge of $2.70 of the delivering carrier, assessed at Los 
Angeles, Calif., after February 9, 1923, on dairy and poultry 
products originating at points in Idaho, Montana and Utah and 
the line-haul rates plus switching charges of the originating 
or delivering carrier on lumber and lumber products, shipped 
from points in California and other western states to various 
destinations, Fleming said that the Commission should find as 
follows: That the rates and basis of charges complained of 
were applicable, were not shown to have been unreasonable, but 
that they were and are in violation of the long-and-short-haul 
clause of the fourth section. He said the carriers should be 
required to remove the fourth section departures. 

In the title complaint, pertaining to lumber, the complain- 
ants asserted the rates on lumber and products principally in 
Oregon, Washington, Arizona and California, to various destina- 
tions, principally in California, were in violation of the first 
four sections of the interstate commerce law, and in excess of 
the lawfully published rates in that the shipments were sub- 
jected to a switching charge of $2.70 a car at points of origin 
or destination which charge was not assessed on shipments to 
the same destinations originating at more distant origins, tak- 
ing the same line-haul rates or moving from the same origin 
points to more distant destinations, taking the same line-haul 
rates, In the other complaints, pertaining to poultry and dairy 
products like allegations were made as to shipments from 
various points of origin to Los Angeles. In No. 22760 violation 
of section 2 was alleged as to shipments from Idaho points. The 
shipments in No. 22896 originated in Idaho and Montana. 

The examiner said that in August and September, 1929, 
changes were made in the tariffs and that since that time the 
switching charges had not been collected. He said that the 
carriers though that fourth section order No. 5 afforded them 
relief, but he said it did not. 

As the complainants had not shown that they were sub- 
jected to damage as a result of the alleged violations of section 
2 and 3, and as any objections to the adjustment, in so far as 
based upon those allegations, should be removed by correction 
of the fourth section situation, no finding, said Mleming, needed 
to be made respecting that issue. 


PROPOSED REPORTS 


Iron Wheels 
No. 22325, Cheney Weeder Co. vs. Burlington et al. By 
Examiner Myron Witters. Dismissal proposed. Rates, iron and 
steel wheels, Quincy, IIl., to Cheney, Wash., not unreasonable 
or inapplicable. Overcharge found on one shipment. 


Crushed Marble 


No, 22704, M. R. Walker vs. Big Four et al. By Examiner 
Carl A. Schlager. Car, crushed marble, in bags, Tate, Ga., to 
Danville, Ill., not misrouted. Charges unreasonable to the 
extent they exceeded those which would have accrued on the 
basis of the marked capacity of the car ordered. Reparation 
of $33.19 proposed. 

Lumber 


No. 28039, John Schroeder Lumber Co. vs. A. C. & Y. et al. 
By Examiner John Davey. Dismissal proposed. Rates, lumber, 
Ashland, Wis., to Akron, O., and destinations in Michigan not 
unreasonable or otherwise unlawful. 


Imported Fertilizer Materials 


No. 22135, Alabama Warehouse Co. et al. vs. Atlanta & St. 
Andrews Bay et al. By Examiner Robert M. Furniss. Rates, im- 
ported fertilizer materials, Pensacola, Fla., and Mobile, Ala., to 
Troy, Ala., unreasonable and unduly prejudicial to the extent they 
exceeded $3.15 a net ton. No order for the future needed be- 
cause rates for the future were provided in Imported Fertilizer 
Materials, 161 I. C. C. 649. Reparation proposed. 


Potatoes 


No. 22205, Fitch & Wilkinson et al. vs. A. C. L. et al. By 
Examiner Elza Job. Dismissal proposed. Rates, ‘potatoes, 
origins in Delaware, Maryland, North Carolina and Virginia to 
Jacksonville and Tampa, Fla., and from origins in Maryland to 
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destinations in Georgia and South Carolina not unreasonable or 
otherwise unlawful. 
Tomato Pulp 
No., 23033, Loudon Packing Co. vs. Minneapolis & St. Louis 
et al. By Examiner Carl A. Schlager. Dismissal proposed. 
Rate, tomato pulp, Marshalltown, Ia., to Terre Haute, Ind., not 
unreasonable. 


Lithopone and Zinc Oxide 
No. 22832, Kuhn Paint & Varnish Works vs. Big Four et al. 
By Examiner W. T. Croft. Rate, 14 carloads, lithopone and 
zinc oxide, Hillsboro, Ill., to Houston, Tex., unreasonable to 
the extent it exceeded 73 cents. Reparation proposed. 
Blackstrap Molasses 


No. 23025, Southard Feed & Milling Co. vs. Chicago & Alton 
et al. By Examiner Lawrence B. Dunn. Tank-car load, black- 
strap molasses, New Orleans, La., to Kansas City, Mo., milled 
in transit and reshipped as mixed feed to Adel, Valeria, and 
Colfax, Ia., misrouted by the L. R. & N. Reparation for the 
difference between a rate of 44 cents paid and the applicable 
rate of 33.5 cents over the route the shipment should have 
moved proposed. 

Wood Flour 


No. 22980, E. I. DuPont De Nemours & Co. vs. Maine Central 
et al. By Examiner T. Naftalin. Dismissal proposed. Rates, 
wood flour, carloads, Newhall, Me., to Chicago and Seneca, Ill, 
Ashburn and Carl Junction, Mo., Barksdale, Wis., and Louviers, 
Colo., not unreasonable. 

Ground Coal Tar Pitch 


No. 23002, Federal Foundry Supply Co. vs. Pennsylvania 
et al. By Examiner Morris H. Konigsberg. Dismissal pro- 
posed. Rates, ground coal tar pitch, carloads, Cleveland, 0., 
Charleroi, Pa., and Chicago, Ill., to points in official classifica- 
tion territory, applicable and not unreasonable. 

Clay Targets 

No. 23051, ‘Whitney Sporting Goods Co. et al. vs. Santa Fe 
et al. By Examiner Lawrence B. Dunn. Dismissal proposed. 
Rates, clay targets, carloads, points in Illinois.to Denver, Colo., 
not unreasonable. 

Electric Safety Switches 

No. 23034, American Electric Switch Corporation vs. Ann 
Arbor et al. By Examiner Morris H. Konigsberg. Dismissal 
proposed. Rates and ratings, electric safety switches, less than 
carloads, Minerva, O., to points in official, southern and western 
classification territories, not unreasonable. 

Wire Garment Hangers 

No. 22931, Kansas City Paper House et al. vs. Rock Island 
et al., and No. 23014, Tulsa Paper Co. et al. vs. Santa Fe et al. 
By Examiner Harold M. Brown. Rates, wire garment hangers, 
carloads, Chicago and Rock Island, Ill., to Oklahoma City, Okla., 
and from Chicago and Galewood, Ill., to Tulsa, Okla., unrea- 
sonable to the extent they exceeded, or may exceed the basis 
of the fifth-class rates, column 40, minimum 30,000 pounds, pre- 
scribed in Consolidated Southwestern Cases, 123 I. C. C. 208 
and supplemetal reports. Reparation proposed. 


Cast Iron Lamp Posts 

No. 22434, King Co. vs. Aberdeen & Rockfish et al. By 
Examiner D. C. Dillon. Rates and ratings on cast-iron lamp 
posts, without electrical fixtures, and lamp-post parts, carloads 
and less than carloads, Sheffield, Ala., to destinations in eastern 
trunk-line, western trunk-line, New England, central, transcon- 
tinental, and southern territories, not unreasonable or other- 
wise unlawful. Rates, same commodity, carloads, Sheffield to 
destinations in southwestern territory, unreasonable, prior to 
July 14, 1928, to the extent they exceeded the present fifth-class 
rates and for the future to the extent they may exceed rates 
made 35 per cent of the corresponding first-class rates. Rates 
and ratings, less than carloads, Sheffield to destinations in 


‘southwestern territory, not unreasonable. Reparation proposed. 


WEST JERSEY & SEASHORE CONTROL 

In a supplemental report in Finance No. 7146, West Jersey 
& Seashore Railroad Co. control, the Commission, by division 
4, has modified the conditions attacked, concerning rentals and 
exclusion of $1,465 of unconverted stocks of constituent com- 
panies, to its authorization of a 999-year lease, as requested by 
the applicant. The Pennsylvania, the applicant, pointed out 
that because changes in rental were subject to approval of the 
Commission there was no necessity for the restriction, which, 
if kept in might adversely affect future financial arrangements. 
As to the excluded stock restriction, the applicant said that 
the rights of conversion had expired 34 years ago and that it 
had not been able to locate the holders of the small amount of 
stock who had neither legal nor equitable claim against the 
carrier for dividends. Commissioner Eastman noted a dissent. 
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June 28, 1930 


R. F. & P. EXCESS INCOME 


Excess net railway operating income was received by the 
Richmond, Fredericksburg & Potomac Railroad Company for 
the last ten months of 1920, and for 1922 and 1923, according 
to a proposed report by Examiners J. V. Walsh and C. H. John- 
stone in Finance No. 3898, Excess Income of Richmond, Fred- 
ericksburg & Potomac Railroad Company. They said the Com- 
mission should find the computation of excess net railway oper- 
ating income to be as follows: 


Excess 

Value for Six Net railway net rail- 

rate-making per cent operating way operat- 

Period purposes of value* income ing income 
i et ee $27,404,108 $1,371,334.45 $1,531,234.64 $ 160,000.19 
GE: 3606s se%sdaenes ,160, 1,689,600.00 1,503,011.81 .........-... 
DE: dtsncdadedecacaas 27,405,000 1,644,300.00  2,547,325.44 903,025.44 
ME: svinstieedenssaas 27,945,000  1,676,700.00  2,806,068.24  1,129,368.24 


*Except for 1920, when 5.00412 per cent was used, the latter per- 
centage having been reported by the respondent as in the same ratio 
to 6 per cent as net railway operating income for the months March 
to December of the three years ending June 30, 1917, bore to the 
total net railway operating income of that period. See Excess Income 
of St. Louis & O’Fallon Railway Co. (124 I. C. C. 3), at page 43. 


The periods under investigation included 1921, 1922 and 
1923, and, since the respondent did not accept the guaranty of 
section 209 of the transportation act, the last ten months of 
the calendar year 1920. The report is submitted in the light 
of the decision of the Supreme Court of the United States in 
the O’Fallon recapture case in which the court rejected the 
Commission’s O’Fallon decision on the ground that weight had 
not been accorded cost of reproduction of the property. 


A. W. & W. CONSTRUCTION 

In a second supplemental report by division 4 in Finance No. 
6518, Algers, Winslow & Western Railway Company Construction, 
etce., the Commission has fixed the effective date for the cer- 
tificate of public convenience and necessity heretofore issued 
as 30 days from and after June 17. The previous reports are 
in 145 I. C. C. 128 and 154 I. C. C. 462. In the original report 
the Commission authorized the Algers, Winslow & Western to 
acquire certain railroad properties owned by the Patoka Coal 
Company and to construct extensions thereof, all in Pike 
county, Ind., under certain conditions. The present order of 
the Commission is subject to the following: 


Provided, however, and this order is issued upon the express 
conditions, (1) that the price to be paid by the Algers, Winslow & 
Western Railway Company for the railroad properties of the Patoka 
Coal Company shall not exceed $237,049.99; (2) that the option tendered 
by the Algers, Winslow & Western Railway Company to the Evans- 
ville, Indianapolis & Terre Haute Railway Company and the South- 
ern Railway Company shall be modified in accordance with the sug- 
gestions of the Evansville, Indianapolis & Terre Haute Railway 
Company; and (3) that construction of the proposed extensions of 
the line to be acquired shall be commenced on or before September 
1, 1930, and be completed on or before September 1, 1931. 


CONTROL OF W. N. Y. & P. 


In Finance No. 8199, Western New York & Pennsylvania 
Railway Company control, the Commission, by division 4, with 
Commissioner Eastman noting a dissent, has authorized the 
Pennsylvania Railroad Company to acquire control of the other 
line by lease on the express conditions: 


(1) That the rental based on stock of the lessor issued after 
July 1, 1930, the rate of which the proposed lease provides is to be 
fixed by agreement between the parties to the lease, shall not exceed 
6 per cent per annum, unless and until otherwise ordered by this 
Commission; and (2) that the applicant shall not hereafter sell, 
pledge, or otherwise dispose of any stock of the Western New York 
& Pennsylvania without prior authorization from us. 


More than 99 per cent of the stock of the Western New 
York & Pennsylvania is owned by the Pennsylvania. 


P. O. & D. ABANDONMENT 


The Commission, by division 4, in Finance No. 7888, Penn- 
sylvania, Ohio & Detroit et al. abandonment, has denied the 
application of the carrier to abandon its Montgomery branch, 
in Hamilton county, Ohio, 1.35 miles long and the Pennsylvania 
to cease operating it, on the ground that there is need for the 
industrial service performed by it. The report said that public 
convenience and necessity indicated the necessity for con- 
tinuances of service at least until the end of construction work 
going on in that vicinity. Among the reasons advanced for 
abandonment was the desire of owners of adjoining lands to 
sub-divide these lands for residential purposes. 


L. A. & T. OPERATION 


The Commission, by division 4, in Finance No. 8175, 
Louisiana, Arkansas & Texas operation, has approved the ar- 
rangement between the applicant and the St. Louis Southwestern 
of Texas whereby the Louisiana, Arkansas & Texas, formerly 
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the L. R. & N. of Texas, is to operate under trackage rights 
over the Cotton Belt track between Greenville and Dallas, Tex., 
a distance of a little more than 61 miles. The Cotton Belt, 
however, is to perform the physical operation with its own 
power on a car basis. Commissioner Eastman, dissenting, said 
he did not understand such an arrangement and suggested that 
the thing was a case of trackage rights only in a theoretical, 
not to say metaphysical, sense Apparently the concrete results, 
said he, would be the charging of single-line instead of joint-line 
rates, if the two carriers preferred the lower single-line rates, 
but he suggested that that could be done without such an 
arrangement He said that the unusual arrangement might do 
no harm, but in his view it was wholly unnecessary He said 
he hesitated to approve it because he was not clear as to its 
possible consequences as a precedent 


CHESAPEAKE FERRY SERVICE 


In a proposed report in Finance No. 8013, Examiner Ralph 
R. Molster has recommended that the Commission find that the 
present and future public convenience and necessity require the 
Chesapeake Beach Railway Company to establish ferry service 
across Chesapeake Bay between Chesapeake Beach and a point 
on Trippe’s Bay, near Hudson, in Calvert and Dorchester 
counties, Maryland. 

The Claiborne-Annapolis Ferry Company, which operates a 
ferry service across Chesapeake Bay between Annapolis and 
—— Md., intervened in opposition to the applicant’s pro- 
posal. 

Examiner Molster said that as to possible effect of com- 
petition by the proposed ferry the intervener seemed unduly 
alarmed. 

“With more efficient equipment now in use and operation 
over the shorter route—permitting service more frequent than 
the applicant contemplates or, indeed, would be able to furnish 
without additional vessels—the intervener should be able to 
retain all traffic which normally should flow to its ferry,” said 
he, referring to plans of the intervener for operation of a ferry 
service between Annapolis and Kent Island in addition to its 
present service. “A considerable part of the traffic expected 
by the applicant would not use the intervener’s facilities in any 
case. The intervener has attained a position of strength through 
regard for the needs and convenience of the public. Continued 
prosperity of that carrier should be assured by adherence to 
that policy, because frequent service would afford an effective 
measure of defense in any competition which the applicant’s 
ferry might offer.” 


ARIZONA LINE ABANDONMENT 


Examiner M. S. Jameson has recommended, in a proposed 
report in Finance No. 7957, that the Commission find that the 
present and future public convenience and necessity permit 
the abandonment by the New Mexico & Arizona Railroad Com- 
pany and the Southern Pacific Company of about 12 miles of 
line from a point near Flux to Calabasas, in Santa Cruz county, 
Ariz. Objections to the granting of the application were pre- 
sented by the Arizona Cattle Growers’ Association and others. 

The examiner said the essence of protestants’ position 
seemed to be that the Flux-Calabasas section of line should be 
kept in service primarily in order to retain certain short line 
rates. 

“Disregarding the matter of prospective rates, no weight 
should be given on principle to such a consideration in deter- 
mining the question of public convenience and necessity here, 
when the record does not establish a public need for the line 
either from the standpoint of accommodation to the shippers 
or from the standpoint of economy in the handling of traffic,” 
said he. 


G. N.-W. P. COMPETITIVE SERVICE 


Increased railroad competition for traffic from and to the 
Pacific coast and between points in the coast country will result 
from the unanimous approval by the Commission of the ap- 
plications of the Great Northern Railway Company and the 
Western Pacific Railroad Company in Finance No. 7439, Great 
Northern Railway construction; No. 7440, Western Pacific Rail- 
road Company construction, and No. 7781, Great Northern Rail- 
way Company and Western Pacific Railroad Company construc- 
tion. 

The Great Northern is authorized to build approximately 
88 miles of line extending from Klamath Falls, Ore., to Bieber, 
Calif., and the Western Pacific is authorized to build approxi- 
mately 112 miles from Keddie, Calif., to a connection with the 
extension of the Great Northern. The two lines together are 
authorized to construct or to acquire a branch line from Look- 
out to Hambone, Calif., a distance of approximately 36 miles. 
“The three applications taken together,” said the Commis- 
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sion, “propose the construction of a connecting link about 200 
miles long between the lines of the great Northern and Western 
Pacific, with a branch extending 36 miles west to a connection 
with the McCloud River Railroad. . .” 

The controversial nature of the proceeding is indicated by 
the following paragraphs from the report with reference to 
interveners in support of and in opposition to the applications: 


Interveners supporting the applications, 66 in all, include the 
railroad or public service commissions of Arizona, California, Colo- 
rado, Idaho, Montana, New Mexico, North Dakota, Oregon, Utah 
and Washington; the counties of Lassen, Plumas and Sutter, Calif., 
Klamath, Ore., and Salt Lake, Utah; the city of Oakland, Calif., 
Salt Lake City, Utah, and the city and county of San Francisco; 
the chamber of commerce of San Francisco, Oakland, Stockton, Kla- 
math county, Bend and Tacoma; other commercial organizations 
and granges; the McCloud River Lumber Company, McCloud River 
Railroad Company and the Denver & Rio Grande Western Railroad 
Company. 

Interveners opposing the applications, 15 in all, include the Public 
Service Commission of Nevada, the counties of Tehama, Siskiyou 
and Modoc, Calif., the chambers of commerce of Alturas and Reno, 
the Good Railway Service Association, Modoc County Development 
Board, Engles Cooper Mining Company, the Southern Pacific Com- 
pany, Union Pacific Railroad Company, Oregon Short Line Railroad 
Company, Oregon-Washington Railroad & Navigation Company, Los 
Angeles & Salt Lake Railroad Company, and the Indian Valley Rail- 
road Company. 


“The proposed line,” said the report, ‘will connect the line 
of the Great Northern with the line of the Western Pacific, 
which in turn connects with the Atchison, Topeka & Santa Fe 
Railway, hereinafter called the Santa Fe, at Stockton, Calif., 
thus forming a new route between California, Oregon, and points 
beyond, independent of and competitive with the lines of the 
Southern Pacific system.” 


The Commission said that both sides pointed to the remark- 
able growth of the Pacific coast region, the one to show the 
need of the new rail route between California and northwest, 
the other to show that development had not been hampered 
by lack of transportation facilities. It referred to testimony of 
the chief engineer of the Railroad Commission of California 
and said that looking a few years ahead there was presented 
the alternative of providing a .complete second route between 
the Klamath River and California by the construction of ap- 
proximately 200 miles of railroad at a cost of a little more than 
$13,000,000 as compared with the construction of the Southern 
Pacific of a second track from Berger to Eugene, which would 
cost in the neighborhood of $40,000,000. 

The report dealt in detail with revenue and traffic estimates 
both from the standpoint of applicants and protestants. One 
estimate was that the loss to protestants in freight revenues 
the first year would be approximately $6,500,000. 


“On the whole,” said the Commission, “it seems reasonable 
to assume that the greater part of the revenues which the ap- 
plicants would secure as a result of the proposed construction 
would be accompanied by corresponding losses to the protestants. 
Both sides point to substantial investments in this region and 
urge their need of additional earnings. It is evident that of 
the five systems here concerned the need of the Western Pacific 
is the greatest.” 

In a discussion of the rate situation the Commission pointed 
out advantages to shippers that would result from establishment 
from the new route. It said applicants proposed to remove the 
Shasta arbitrary on round-trip fares via the northern route be- 
tween the east and the Pacific coast. It said this represented 
the Southern Pacific revenue for haul between California points 
and Portland on transcontinental tickets, amounting to $24.33 
on a one-way fare. The Southern Pacific estimated the loss to 
certain western carriers from removal of the arbitrary at 
$1,100,000 a year, but was willing to remove it entirely on all 
traffic without the proposed construction, if the northern lines 
concurred, according to the report. 


The applicants estimated the total cost of building and 
equipping the proposed lines, including rehabilitation of the line 
from Bend to Chemult, at $14,936,796. 


Competition 


Taking up the question of competition and in conclusion, 
the Commission, in part, said: 


Most favorably situated on the Pacific coast, the Southern Pa- 
cific reaches from San Diego to Portland, while the Union Pacific 
serves Los Angeles, Portland and Seattle, and reaches practically 
all California ports in connection with the Southern Pacific. Thus, 
it is claimed, these lines have a distinct advantage over the northern 
lines, having access to the coast both north and south, while the 
northern lines are confined to the north coast. Moreover, under 


agreement and by our order, the Southern Pacific is obliged to 
solicit routing of the maximum amount of traffic from southern 
Oregon and most of California via Ogden and the Union Pacific 
_ is not in position to give equal treatment to other connecting 
nes. 

The proposed construction would create routes competitive with 
the Southern Pacific Lines in general, more directly affecting the 
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lines north of and including its main line from San Francisco to 
Ogden, and to some extent would similarly affect the Union Pacific 
mina ong — and southwest of Utah junctions, and its main 
ne to le east. 


San Francisco and Portland are now connected directly by the 
rails of but a single carrier. The California Railroad Commission 
points out that this dependence upon the ability of a single rail] 
carrier is without parallel as between comparable agricultural and 
industrial centers anywhere in the United States. It appears that 
two-thirds of the population of California, Oregon and Washington 
reside in counties bordering on the Pacific Ocean and adjacent 
waters and that two-thirds of the population west of the Rocky 
Mountains is within 150 miles by rail from some Pacific coast port. . .’, 

Generally speaking, the only part of California which now has 
the benefit of rail competition to or from points in Oregon and Wash- 
ington is a small area around Los Angeles served by the Union 
Pacific. With the construction of the proposed line this area would 
be extended to include all points in California served by the Santa 
Fe and the Western Pacific. 


The protestants exhibit charts showing many joint freight routes 
by which rates apply from California to transcontinental territory. 
Access to California is afforded by the Southern Pacific, Union 
Pacific, Santa Fe, Western Pacific, and coastwise steamers; the 
multiplication of routes shown being due to interchange within the 
state and connections at various outside points. Thus between San 
Francisco and St. Paul, Minn., the protestants claim there are 44 
competitive routes over which rates apply. These include routes 
over the northern lines via the Southern Pacific and the northern 
gateways. The charts do not show what rates apply. We have al- 
ready noted the limited number of rates which apply via the Great 
Northern to St. Paul. Exhibits introduced by the applicants show 
that many rates via the Missouri River gateways do not apply via 
Portland or Chemult, and that where they do they are not always 
the same. 

Representatives of the railroad or public utility commissions of 
Oregon, Washington, Montana, Idaho, Colorado, Arizona, and New 
Mexico, and a representative of Utah shipping interests stress the 
value of competitive routes which the new line would afford. The 
protestants point to many competitive routes via which rates apply 
to various points in these states.... 

The protestants claim that if the through routes are in the pub- 
lic interest, they can be afforded by the Southern Pacific and the 
Union Pacific as connections with or between the respective lines 
of the applicants under through joint rates through open gateways as 
outlined above, thus, in a measure, protecting their earning capacity 
and at the same time offering all the advantages in routes, service, 
rates, and diversion privileges that have been proposed by applicants, 
but with shorter and superior routes, and serving a greater number 


of people. ... . 
Conclusions 


The principal importance of the proposed line is as a bridge or 
connecting link between systems. This is true whether judged from 
the standpoint of prospective earnings or diversions of traffic from 
other lines. Were the gap to be bridged but one mile wide and the 
cost of construction negligible, the advantages of the connection 
would be controlling. A two-line haul is better than a three-line 
haul, and a direct connection, without the interposition of a third car- 
rier, would be clearly in the interest of the public and the trans- 
portation system as a whole. Public Convenience Certificate to Inter- 
state R. R. Co., 67 I. C. C. 141, 142; Control of Lake Erie & Western 
by Nickel Plate, 72 I. C. C. 459, 461; Construction by Western Pacific 
R. R., 188 1. C. C. 779, 784. 

There remains to be considered the question of whether the dis- 
advantages resulting from the length of the line, its cost, or other 
features, are sufficient to outweigh the advantages of a direct con- 
nection between the two systems. 

The new line will aid in the development of a great timber area 
and some considerable agricultural areas in northern California. A 
we said in Construction of Lines in Eastern Oregon, 111 I. C. C. 3, 37: 

“Advantages to the shippers of an additional outlet for their 
product are apparent. It is desirable that transportation facilities 
of a high order be available to shippers from the Klamath Basin 
and central Oregon. The assurance of access to lines other than 
the Southern Pacific at critical periods is a factor of prime_im- 
portance to such shippers and is clearly in the public interest. Com- 
petition within reason, rather than monopoly, is in the public in- 


terest.” 2s « 

The new line would give to Klamath Falls shippers the advan- 
tage of competition to the south which they do not now enjoy, and 
to Westwood competition both north and south. It would greatly 
shorten the distance by rail from Westwood to nearby points in 
the Sacramento Valley, and that by a line which would be down 
grade or level all the way. The only material diversion of traffic 
from the Southern Pacific at points on the new main line between 
Klamath Falls and Keddie would be lumber at Westwood, estimated 
at some 4,000 carloads the first year. This represents about 10 
per cent of the Southern Pacific’s estimated loss in freight revenues 
from all diversions due to the construction of the line and its use 
in the handling of bridge and other traffic. 

The local traffic would Laem | be insufficient to justify a line 
built to the standards here proposed; but considering all traffic avail- 
able, the applicants have reasonable prospects of earning a fair 
return on their investments. Compared with the benefits which will 
accrue to the people of the Pacific West and Northwest through 
the establishment of new competitive routes, stimulating the inter- 
change of products, the advantage of a diversified car supply, ad- 
ditional passenger service, and the development of the local terri- 
tory, the moderate capital expenditure here proposed seems amply 
justified. 

. The diversion of traffic from other lines will be principally due 
to the establishment of a direct connection between the systems of 
the applicants, and must be regarded as incidental to and a necessary 
consequence of the removal of the bar to the unobstructed flow of 
traffic between them. These losses may be overcome in a few years 
by the rapid growth of the country and will not be sufficient to impair 
the ability of the protestants to perform their duty to the public... 

Our certificate issued to the Great Northern will be upon the con- 
dition that the Great Northern shall grant the Western Pacific on 
just and reasonable terms the right to operate over its propose 

line between the terminal at Bieber in Lassen county, Calif., and 
the turnout switch of the proposed joint line at or near Lookout, 
Modoc county, Calif. 
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HALT IN CONSOLIDATION 
The Trafic World Washington Bureau 


Unable to withstand longer the pressure exerted on it by 
northwestern congressmen and organized railroad labor, the 
House committee on interstate and foreign commerce, June 25, 
finally surrendered to the demand that it report a resolution 
that would prevent consummation of the proposed Great North- 
ern-Northern Pacific unification. 

This action came after the committee, on the preceding day, 
had favorably reported to the House a revision of the Couzens 
halt-in-consolidation resolution that would not have stopped the 
merger of the northern lines. The following amendment to the 
resolution was approved by the committee June 25: 


(e) The authority of the Interstate Commerce Commission under 
existing law or this joint resolution to approve and authorize any 
acquisition of control or consolidation of railway properties of the 
Great Northern Railway Company and the Northern Pacific Railway 
Company, or their successors, or to enter any final order with respect 
to any such acquisition or consolidation heretofore approved and 
authorized, is suspended until March 4, 1931; and the authority of the 
carriers or other persons involved therein to carry out any such acqui- 
sition or consolidation heretofore approved and authorized by the 
Commission, is suspended until such date. 


This paragraph will be added to the resolution as reported. 

Threats were made that unless the House was permitted to 
vote on the Great Northern-Northern Pacific matter, Congress 
would not be permitted to adjourn. In extenuation of what the 
committee had done it was pointed out that the amendment to 
the revised resolution would not change the fact about the pro- 
posed merger because of the general belief that the two northern 
lines would not be able to meet the conditions imposed by the 
Commission by March 4, 1931, and that the merger was not 
going through anyway. 

The committee ‘“‘back-tracked” on the resolution after having 
ordered favorably reported the revision as set forth in the 
Traffic World, June 21, p. 1643. It made changes that, however, 
did not affect the “holding” company provision of the draft first 
approved. The changes related to removal of offices or shops 
from one point to another as the result of consolidation and to 
exemption of electric lines. 

In its report on the resolution, the committee said: 


The committee on interstate and foreign commerce, to whom was 
referred the joint resolution (S. J. Res. 161) to suspend the authority 
of the Interstate Commerce Commission to approve consolidations or 
unifications of railway properties, having considered the same, reports 
thereon with an amendment and recommends that the joint resolu- 
tion as amended do pass. 


The committee finds it inadvisable at this time to enact the joint 
resolution in the form in which it was passed by the Senate. Some 
of the policies embodied therein the committee feels do not demand 
emergency action by the Congress, and legislative action upon such 
policies should await the completion of the investigation now being 
conducted by the committee upon railway unifications and holding 
companies. On the other hand, the committee is of the opinion that 
there are defects in the existing provisions of the interstate commerce 
act relating to acquisition of control of carriers and consolidation of 
their properties that demand immediate consideration by the Congress 
and that should be remedied by provisions of law permanent, rather 
than temporary, in character. The committee has therefore reported 
a substitute for the joint resolution as passed by the Senate, covering 
three matters of emergency character which, in the judgment of the 
committee, should be enacted into law at the present session. 


Scope of Substitute 


These matters are grants of authority to the commission with 
respect to, first, hardships and losses suffered by railroad employes 
as a result of unifications of railroads; second, losses suffered as the 
result of such unifications by states, municipalities, or individuals 
under contracts for value or provisions of law governing the location 
of general offices or shops of railroads; and, third, acquisitions of 
control of two or more railroad carriers by individuals, holding or 
investment companies, voting trusts, and other noncarrier persons. 


Losses to Employes 


As to the first of these matters, paragraph (a) provides that in 
hearings upon applications to the commission for authority to acquire 
control of one or more railroad carriers, or to consolidate their prop- 
erties, the employes of any carrier by railroad involved in the acqui- 
sition or consolidation may intervene and be heard. Under the railway 
labor act, Congress has approved the policy of railroad employes ‘being 
represented by representatives of their own designation, and the sub- 
stitute, pursuant to this policy, permits the employes also to intervene 
and be heard through such representatives. The substitute further 
provides that as a condition to the approval by the commission of any 
such acquisition or consolidation, the commission is authorized to 
require that the carriers involved shall make proper provision for 
minimizing and/or compensating the employes for the hardships and 
losses suffered by them as a result of the acquisition or consolidation. 

The committee understands that the commission is now of the 
opinion that section 5 of the interstate commerce act, properly inter- 
preted, grants authority to the Commission to make proper provision 
for these matters in connection with its approval of any acquisition 
of control or consolidation of properties. The section, however, con- 
tains no specific provision upon these matters and the committee 
believes that any doubts as to the existence of the authority should 
be removed by the enactment of a definite provision of law. 

The hardships and losses contemplated by the committee amend- 
ment may, of course, be of widely diverse character. They may be 
illustrated, however, by such hardships and losses as result from 
reductions and changes in the carrier’s force, or as result from changes 
of residence or from the disposal of homes forced by changes in the 
location of the railroad shops or offices. The employes who would 
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receive the benefit of these provisions are all those persons in the 
service of the carrier who perform any work defined as that of an 
employe or subordinate official in the orders of the Interstate Com- 
a Commission. This would include office, as well as operating, 
employes. 


Losses to Municipalities 


As to the second of the matters covered by the substitute, para- 
graph (a) provides that, as a condition of the approval of an acquisi- 
tion of control or consolidation of properties, the Commission shall 
determine what is just and reasonable and in the public interest with 
regard to the losses sustained by reason of change of location of rail- 
road offices or shops pursuant to such acquisition and consolidation. 
The losses are those sustained by states, municipalities, or individ- 
uals and flowing from breaches of requirements of state law, or of 
contracts for value or contracts governing donations of bonds or pro- 
ceeds thereof where the law or contracts require the maintenance of 
general offices or shops in a particular locality. 


Holding Companies 


The Commission, in its forty-third annual report for the year 
ending November 30, 1929, states (p. 79) that— 

“In our last annual report we called attention to the acquisition 
by individuals or groups of individuals of control of railroads. We 
stated that this might seriously affect the maintenance of competition 
among carriers. Corporations organized as trading, investmen, or 
holding companies appear also to be active in acquiring control of 
or substantial interests in various carriers. It seems clear that the 
acquisition of control or of an amount of stock sufficient to influence 
the policies of competing railroads, either by individuals or by other 
noncarrier corporations, may result in the suppression of competition 
in a manner no less harmful than if such control be exercised directly 
by one carrier over another.” 

The Commission recommends in its report that in view of the 
fact that these acquisitions of control may result in suppression of 
competition consideration should now be given by Congress to pos- 
sible legislation. 

The existing law (section 5 of the interstate commerce act) regu- 
lates acquisitions of control by one carrier of another carrier or 
carriers but does not cover acquisitions of control by individuals or 
by holding or investment companies of carriers. The committee agrees 
with the Commission that this defect should be immediately remedied 
by legislation in order to preserve competition. 

To this end the committee has provided in the substitute that the 
acquisition of control in any manner of two or more carriers by rail- 
road by or through holding or investment companies, voting trusts, 
or other persons -who are not carriers by railroad, is prohibited unless 
approved by the Commission. The substitute further provides that 
any violation of. the prohibition may be enjoined at the suit of the 
United States, or by any commission or regulatory body of any state 
in which is located any part of the lines of the carrier by railroad, or by 
any other party in interest. The control covered by the provisions of 
the substitute is actual control acquired by individuals, associations, 
or corporations which are not carriers and which therefore do not own 
and operate railroad properties but nevertheless separately or jointly 
direct or have the power to direct the railroad carriers’ operations and 
management by virtue of stock ownership in the carriers, voting trust 
agreements, or other contractual arrangements in respect to the stock 
or securities of the carriers or the properties operated by them. 

Such control is usually held by holding or investment companies 

although instances haye been brought to the attention of the com- 
mittee in which individuals have held a controlling interest in the 
voting stock of a carrier. The control may be held directly or in- 
directly, and the provisions of the substitute are sufficiently broad 
to cover control held through one or more intervening corporations 
or association. The substitute would not apply to acquisitions where 
actual control already exists or to acquisitions of less than actual 
ontrol. 
. It should also be noted that, while the substitute is prospective in 
operation and applies only in the case of an acquisition of control of 
at least two carriers consummated after the passage of the joint reso- 
lution, this requirement would be met even if control of one of the 
earriers had been acquired prior to the passage of the resolution. 

The substitute further provides that the provisions of the inter- 
state commerce act and the supplementary acts applicable with 
respect to acquisitions of control by a carrier shall be applicable 
with respect to acquisitions of control under the joint resolution by 
a holding or investment company or other person. The substitute 
thereby becomes not only a prohibition against unauthorized acquisi- 
tions of control but also a grant of authority to the Commission to 
approve acquisitions of control. Such approval would be subject, 
however, to the same limitations of public interest and the like as 
now govern the approval by the Commission of acquisitions of control 
under section 5 of the interstate commerce act. In addition, the 
procedural provisions of the interstate commerce act and regulations 
thereunder would apply, including the various inquisitorial, adminis- 
trative, and penal provisions. 

Moreover, an acquisition of control approved by the Commission 
under the substitute would give to the carrier affected the same 
relief from the operations of the anti-trust laws as now provided by 
section 5 (8) of the interstate commerce act in the case of acquisitions 
of control under that act. In other words, the committee has sought 
to place upon a parity under the law acquisitions of control of two 
or more carriers irrespective of whether the control is acquired by 
a carrier, on the one hand, or by an individual, holding or investment 
company, voting trustee, or other noncarrier, individual, corpora- 
tion, or association, on the other hand, save that in the latter case 
unapproved acquisitions of control are, in addition, specifically declared 
to be prohibited by the substitute. 


Electric Railways 


Subdivision (d) excludes from the scope of the joint resolution 
acquisitions of control or consolidations of properties when the only 
rail carriers involved are street, suburban, and/or interurban electric 
railways not operated as a part or parts of a general steam system 
of transportation. There would remain subject to the provisions of 
the joint resolution all acquisitions or consolidations in which there 
was involved a steam railroad or a street, suburban, or interurban 
electric railway operated as a part of a steam railroad system. Under 
the interstate commerce act street, suburban, and interurban electric 
railways not operated as a part of a general steam railroad system of 
transportation are already exempt from certain sections relating to 
extension, acquisition, or abandonment of lines (section 1 (22)), rates 
(section 15a (1)), and securities issues (section 20a (1)). Subdivision 
(d), however, does not affect the yoy of other provisions of 
the interstate commerce act to such electric railways, but leaves such 
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railways in exactly the same situation as if the pending joint resolu- 
tion had not been passed. 


The text of the resolution as reported follows: 


Resolved by the Senate and House of Representatives of the 
United States of America in Congress assembled, That (a) in any 
hearing upon an application to the Interstate Commerce Commission 
for authority to acquire control of any carrier or carriers by railroad 
or to consolidate the properties, or any part thereof, of any such 
carriers, the employes of any carrier by railroad involved in the 
acquisition or consolidation, or the representatives of any such em- 
ployes, may intervene and be heard. As a condition of its approval 
of any such acquisition or consolidation (1) the Commission is au- 
thorized to require that hardships or losses imposed upon any em- 
ployes as a result of such acquisition or consolidation shall be mini- 
mized and/or compensated for by the carriers involved, so far as the 
Commission determines that it is just and reasonable and in the 
public interest so to do, and (2) the Commission shall determine 
what is just and reasonable and in the public interest with regard 
to any losses sustained by reason of the change of location of offices 
or shops where such losses arise under a contract for value, a bond 
issue or any provision of law with respect to the location of general 
offices or shops of any carrier involved in such acquisition or con- 
solidation. 

(b) The acquisition of control in any manner of two or more 
earriers by railroad, by or through any holding or investment com- 
pany, voting trust, or other person not a carrier by railroad, whether 
such control is held directly, or indirectly through one or more such 
persons, is hereby prohibited, unless approved by the Interstate Com- 
merce Commission. The provisions of the interstate commerce act, 
as amended and supplemented eS re with respect to an acquisi- 
tion of control by one carrier of another carrier or carriers, shall 
be applicable with respect to any acquisition of control under this 
paragraph. Any violation of this paragraph may be enjoined by 
any court of competent jurisdiction at the suit of the United States, 
the Interstate Commerce Commission, any commission or regulatory 
body of any state in which is located any part of the lines of the 
carrier by railroad, or any party in interest. 

(c) As used in this joint resolution, the term ‘‘employe’”’ means 
an individual defined as an employe in the railway labor act; the 
term “person” includes individual, partnership, corporation, and as- 
sociation; and the term ‘‘carrier by railroad’? means any such car- 
rier subject to the interstate commerce act, as amended.’ 

) The provision of this joint resolution shall not apply when 
the only carriers involved in the acquisition of control or consolida- 
tion of properties are street, suburban, and/or interurban electric 
railways not operated as a part or parts of a general steam railroad 
system of transportation. 


Representative Chalmers, of Ohio, in remarks in the House, 
submitted a letter from representatives of the 22 associated 
railway labor organizations urging support of the Couzens reso- 
lution in the form it passed the Senate. He said all members 
of the House had received the same letter. He said he was 
worried over the situation and believed that the House should 
pass legislation that would temporarily hold up consolidations 
as requested by the railroad labor organizations. 


“IT want to say,” said he, “that I am worried because some 
of my friends are worried. I have many railroad men in my 
home city (Toledo), one of the greatest railroad centers in 
the United States, and they are worried about their jobs. This 
consolidation of railroads will throw a lot of them out of work. 
It is a serious matter. You, my colleagues, worry night and day 
about your jobs, and you send out a lot of mail to try to hold 
them. I wish we could do something to solve this railroad 
proposition and postpone consolidation until at least next 
March.” 

Representative O’Connor, Democrat, of New York, said Mr. 
Chalmers belonged to the majority party in the House and that 
the majority could bring in the Couzens resolution “and the 
Democrats are waiting for them to do it, in order to give them 
some support.” 

Representative Knutson, of Minnesota, said that while the 
House committee on interstate and foreign commerce had 
adopted an amendment to the resolution as revised by it to 
cover the Great Northern-Northern Pacific merger situation, he 
would urge that a vote be had on the Couzens resolution as it 
passed the Senate because the paragraph approved by the 
House committee might be held invalid on the ground it was 
class legislation. 


G. N.-N. P. UNIFICATION 


Alleging that, inasmuch as the employes of the Great North- 
ern and the Northern Pacific “were not given an opportunity to 
state how the complete amalgamation of these two railroads 
would affect them, the evidence presented at the ‘hearing’ as 
held was obviously incomplete and insufficient to justify the 
finding that the proposition ‘will be in the public interest,’ ” 
the Minnesota Railroad and Warehouse Commission has asked 
for a reopening for further hearing and argument in Finance 
Nos. 6409 and 6410, Great Northern Pacific Railway Co. acqui- 
sition. The Minnesota body, in its conclusions, said it was con- 
fidently believed that consideration of further evidence to be 
presented by employes of the two companies and the arguments 
thereon would lead the Commission to rescind its report of 
February 11. In that report the Commission conditionally au- 
thorized the two northern transcontinental lines to be acquired 
by the Great Northern Pacific. The substantial condition was 
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the two railroads divest themselves of the Burlington, reserving 
only to themselves a line between Minneapolis and Chicago. 

In substance the Minnesota commission alleges that the 
hearing granted by the Commission was not a hearing within 
the meaning of the law because the railroad employes did not 
take part in it. The federal body gave notice to the Minnesota 
authorities as required by the statute. 

“From the circumstances and facts respecting the com- 
petitive situation between the Great Northern and the Northern 
Pacific Railways,” says the petition, “we feel that the proposed 
merger will completely eliminate all benefits accruing to the 
public from the present aggressive competition enforced between 
the two lines of railway herein involved.” 

In effect, if not in form, the petition is a bill of exceptions 
to the report of the Commission filed in behalf of the employes 
of the two railroads. It alleges, among other things, that the 
Commission is in error when, in its report, it asserts that 
“thus, where direct rail competition is not a prominent factor, 
public sentiment seems to be generally favorable to the pro- 
posal.” 

The Minnesota commission said that it felt from the evi- 
dence presented that that finding was erroneous because the 
public was not sufficiently notified in advance and informed 
upon the proposition under consideration, and that whatever 
evidence was adduced at the hearing upon that phase of the 
proposition was, in fact, submitted largely by “paid agents” of 
the railroad companies and consequently was not representa- 
tive of the “public interest” in the matter. It expressed the 
opinion that the Great Northern and Northern Pacific singly and 
collectively were earning a fair return upon a fair present 
value on the railroad properties owned by them and devoted to 
the transportation business. 

The whole subject of the Commission’s report is considered 
and argued under the following heads: Effect upon railway em- 
ployes not considered; competition effaced in Great Northern 
and Northern Pacific territory; competition at other than direct 
rail points; public opposed to the proposed merger; improved 
service; claimed saving in annual operating expenses; impair- 
ment of efficiency in too large a system; northern railways now 
earning a fair return; section 5 (2) of act does not permit con- 
solidation; and section 5 (1), (2), (3), (4), (5), (6), (7) and 
(8) of interstate commerce act unconstitutional. 


Under the last topic, alleging that section 5 of the interstate 
commerce act is unconstitutional, the brief is founded on the 
tenth amendment of the Constitution of the United States, in 
which the powers not delegated to the United States or pro- 
hibited by it to the states are reserved to the states or to the 
people. 


HOBOKEN SILK DIVISION 


Arguments have been made in the federal court for New 
Jersey in equity No. 4011, Baltimore & Ohio et al. vs. United 
States and Interstate Commerce Commission, a proceeding for 
the setting aside and annulling of the Commission’s orders in 
Hoboken Manufacturers’ Railway vs. Santa Fe et al., 132 I. C. C. 
579, and 155 I. C. C. 330. In that case the Commission made 
orders for the payment, by the trunk line carriers, of a divi- 
sion of 22 cents out of a rate of $9 a hundred pounds on raw 
silk from Pacific ports to New York to the Hoboken. That 
road is the delivering carrier and the division, larger than the 
one theretofore in effect, was ordered on account of the great 
expense incurred by the terminal line in the handling of that 
exceptionally costly commodity, the value of which is so great 
that each carload is valued at not less than $240,000. 


The Commission entered three orders. The first, made be- 
fore the decision in the Brimstone divisions case, ordered the 
higher division back to the date the complaint was filed. When, 
in the Brimstone litigation, the courts held that the Commission 
did not have the power to make retroactive awards in the cir- 
cumstances of that case, similar to those in this silk case, the 
Commission entered a second order. In that order the Com- 
mission said that the award should be retroactive to thirty days 
after its first order at which time its first order could have 
been made effective. Finally it made a third order effective 
March 10, 1930. 


No attack is made in this suit on the third order because 
it has nothing in it that smacks of retroactivity. The attack 
is limited to the two first orders. The carriers contend that 
the record on which the second order was based was not suffi- 
cient to have enabled the Commission to have entered the second 
order, which was supposed by the Commission to meet the con- 
ditions caused by the Brimstone court decision. The case was 
argued for the trunk lines by Henry S. Drinker, Jr., by Parker 
McCollester, for the Hoboken, and by J. Stanley Payne for the 
Commission. Elmer B. Collins was assigned to argue the case 


for the Department of Justice, but was unable to be present. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





CARRIAGE OF LIVE STOCK 


(Court of Civil Appeals of Texas, Austin.) Evidence sus- 
tained finding of carrier’s negligent delay in shipment of cattle. 

The evidence disclosed that the train left the point of ship- 
ment about 4% hours late, and that the usual, customary, and 
reasonable time for such shipments to arrive at Fort Worth 
was from 5:30 a. m. the following day to 8:30 a. m., and that 
the cattle in question were not delivered to the consignee at 
the stockyards until 10:30 or 10:40 a. m., and when watered 
and fed were too late for the morning market.—Gulf, C. & S. F. 
Ry. Co. vs. Russell, 27 S. W. Rep. (2d) 608. 

Generally where there is market for cattle upon arrival 
after negligent delay of carrier, shipper must sell immediately, 
and then can recover difference between price received and 
what cattle would have brought except for delay.—Ibid. 

Shipper need not sell delayed shipment of cattle imme- 
diately upon arrival, as regards recovery against carrier, unless 
there is fair opportunity to sell.—lIbid. 

Where cattle through carrier’s negligent delay arrived too 
late for morning market, and in afternoon commission men 
could not secure fair bids, shipper holding part of cattle over 
until following morning when lower market was encountered 
could recover losses from carrier. 

The shipper was not bound to sell his cattle in the after- 
noon market for whatever he was offered for them, where mar- 
ket was practically closed or offered no reasonable opportunity 
to obtain a fair value, and the holding over of part of cattle 
until the following morning when an active market would be 
available was not therefore a speculative choice, but the exer- 
cise of reasonable diligence necessitated by the carrier’s neg- 
ligent delay.—Ibid. 

In action against carrier for negligent delay, jury’s finding 
of excessive number of hours’ delay did not require reversal. 

The jury found the cattle were detained 7% hours, though 
plaintiff only alleged delay of five hours. However, this point 
was merely evidentiary on the issue of reasonable diligence in 
transporting the cattle, and the evidence was sufficient to sus- 
tain finding of carrier’s negligence, and would have permitted 
a greater award of damages.—lIbid. 

Answer to special issue that 744 hours was the delay in the 
shipment is not subject to remittitur of 2% hours.—lIbid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1930, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D., Kentucky.) Test of reasonableness 
of rate order, so far as courts are concerned, is whether com- 
mission’s finding is supported by substantial evidence.—lIllinois 
Cent. R. Co. -vs. Vest et al., 39 Fed. (2d) 658. 

Comparison of rates, car earnings, and engine ratings may 
afford substantial evidence on which state commission may 
legally act in establishing rates.—Ibid. 

In considering attack on rate order based on comparison 
of rates, car earnings, and engine ratings, court must look to 
comparisons and determine whether substantial evidence sup- 
ports order.—lIbid. 

State Railroad Commission’s order in establishing rates for 
hauling coal held sustained by substantial evidence.—Ibid. 

State Railroad Commission had power to establish retro- 
active coal freight rates and award reparation for shipments 
made under old rates for two-year period prior to filing com- 
plaint.—Ibid. 

Shipper may recover payments in excess of reasonable 
rates, regardless of whether he thereafter recouped losses or 
Passed them on to others.—lIbid. 

Transportation act held not to deprive State Railroad Com- 
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mission of power to award reparation to shippers for excessive 
rates for past years (interstate commerce act, sec. 15a (2) (17), 
49 USCA, sec. 15a (2) (17)). 

Interstate commerce act, sec. 15a (2), 49 USCA, sec. 15a (2), 
provides that purpose of act is to insure as nearly as may be 
a fair return upon the aggregate value of railway property. 
Interstate commerce act, sec. 15a (17), 49 USCA, sec. 15a (17), 
provides that such section shall not be construed as depriving 
shippers of their right to reparation in case of overcharges, 
unlawfully excessive or discriminatory rates, or rates excessive 
in their relation to other rates.—Ibid. 





(District Court, E. D., Kentucky, Covington Division.) Move- 
ment of empty oil tank cars is not “shipment” of property 
within act fixing time when cause of action for carrier’s charges 
accrues (interstate commerce act, secs. 15 (18), 16 (3) (a) (e), 
49 USCA, secs. 15 (13), 16 (3) (a) (e). 

Interstate commerce act, sec. 16 (3) (a), 49 USCA, sec. 
16 (3) (a), requires that carrier’s action to recover charges 
be begun within three years from time cause of action accrues, 
subdivision (3) (e) provides that cause of action in respect of 
shipment of property shall accrue on delivery or tender thereof 
by carrier, and section 15 (13) requires that charge for services 
rendered by owner of property in connection with transportation 
thereof or instrumentality furnished by him for use therein 
be just and reasonable. “Shipment” is defined as that which 
is shipped, carried, conveyed, transported, or borne, act or 
process of having goods transported, delivery thereof to for- 
warding agent for conveyance by means of established channel 
of transportation, and consignment of goods delivered for trans- 
portation; while “ship” means to send by established mode of 
transportation, as to “carry,” “convey,” or “transport,” which 
are synonymous and defined, respectively, as “to bear or cause 
to be borne as from one place to another,” “to transport from 
one place to another,” and “to carry or convey from one place 
to another.’”—Chicago, R. I. & P. Co. vs. Petroleum Refining 
Company, 39 Fed. Rep. (2d) 629. 

. Cause of action for carrier’s charges for moving empty oil 
tank cars does not accrue when carrier parts with possession 
thereof (interstate commerce act, sec. 16 (3) (a) (e), 49 USCA, 
sec. 16 (3) (a) (e).—Ibid. 





(District Court, N. D., Oklahoma. Consignee paying carrier 
freight at rate found unreasonable could enforce reparation 
award for excess, though consignee received credit from con- 
signor for charges (interstate commerce act, sec. 16 (2), as 
amended, 49 USCA, sec. 16 (2)). 

A consignee of Indiana limestone paid carrier freight on 
shipment at a rate which the Interstate Commerce Commission 
found unreasonable. The Commission further found that the 
consignee was damaged to the amount of the difference between 
the rate charged and the lower rate, which would be reason- 
able. The consignee brought suit under interstate commerce 
act, sec. 16 (2), 36 Stat. 554, as amended, 41 Stat. 491, sec. 424 
(49 USCA, sec. 16 (2), to enforce a reparation award. The 
carrier’s defense was that the plaintiff consignee, after paying 
the freight balls, had remitted them to the consignors and 
received credit for the full amount of the freight on the pur- 
chase price of the stone, and therefore was not damaged. How- 
ever, the seller consignor had no competition to meet, the 
freight rate was considered in the contract, and the consignor 
made no claim.—Consolidated Cut Stone Co. vs. Atchison, T.-& 
S. F. Ry. Co. et al., 39 Fed. Rep. (2d) 661. 


GALVESTON PORT CASE 


The opinion of the court in the cases brought by the Texas 
& Pacific and the Louisiana & Arkansas is disappointing to 
those who hoped that the judges would devote attention to the 
fact that to support the finding of undue prejudice against the 
Texas ports and undue preference for the Louisiana ports the 
Commission had definitely and in precise terms set aside the 
rule for the determination of undue prejudice laid down by 
it in the Ashland Fire Brick case. (See Traffic World, June 
21, p. 1642.) That case is not mentioned in the opinion, written 
by District Judge Hutcheson, with whom District Judge Grubb 
agreed. Nor is it mentioned in the dissenting view of Circuit 
Judge Foster. 

The court said that although the record was voluminous 
and that the parties concerned in its making had ranged over 
a wide field, the case, in the final analysis, presented but two 
questions for decision, namely: 

(1) Whether the Commission had evidence before it sufficient to 
support its finding of fact that under the circumstances disclosed 
by the evidence, the maintenance of through rates, import, export 
and coastwide to New Orleans the same as to the Texas ports, in 
the face of a considerably longer distance haul to New Orleans, and 


an undue prejudice to the Texas ports, and 
(2) Whether, though petitioners do not reach the Texas ports with 
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their rails, they could be guilty of discrimination against such ports 
because of their participation in joint through rates to such ports. 


It took them up in inverse order. On the question whether 
the Commission could make such an order as it did in respect 
of undue prejudice the court said: 


Turning then to the controlling questions in the case, and taking 
them up in their inverse order, that is, considering first whether 
the New Orleans carriers can, notwithstanding the fact that their 
rails do not reach Texas ports, be held liable for undue prejudice, 
we think it entirely plain that they can be. St. Louis Southwestern 
Ry. vs. U. S., 245 U. S. 136 (38 S. Ct. Rep. 49); Central R. R. vs. 
U. S., 257 U. S. 247 (42 S. Ct. Rep. 80); United States vs. Illinois 
Central, 263 U. S. 515 (44 S. Ct. Rep. 189); Chicago I. & L. vs. 
United States, 270 U. S. 287 (46 S. Ct. Rep 226) . 


The cases cited are the ones which the Commission used 
in laying down the new rule for determining undue prejudice. 
As to the first question, that is, as to whether the Commission’s 
finding of undue prejudice and undue preference may be set 
aside as being unsupported by the evidence, the court recited 
the facts about the voluminous record and the three reports 
about the fight between the Louisiana ports and the Texas ports, 
closing its discussion with a quotation from Pennsylvania Co. 
vs. 236 U. S. 351 (35 S. Ct. Rep. 370) to the effect that “what is 
such undue or unreasonable preference or advantage is a ques- 
tion not of law, but of fact.” Stating its own conclusion, the 
court said that the body to determine rate questions and rate 
relationships was the Commission. It further said that it was 
for the Commission and not for the court to say what weight 
should be given to the difference in distances to the two sets 
of ports. In conclusion, it said: 


In short, it seems plain to us that where the Commission has 
in a painstaking and careful way regarded and considered all the 
facts and circumstances developed in this voluminous record, and 
has in its order with a due regard to those facts and circumstances 
provided for the abolition not of all the discrimination, but only of 
that part of it which it finds to be undue by allowing the rates 
to New Orleans, where they do not exceed 25 per cent of the dis- 
tance from Galveston, to still remain the same as to Galveston, that 
this court has no authority to substitute its own administrative 
judgment as to how much more or how much less distance would 
be undue in a case of this kind, full as it was of facts bearing 
upon the creation and balancing of rate structures and the relations 
of rates, for that of the Commission, informed, equipped and author- 
ized to discharge that function. 


Judge Foster, in his dissent, in part, said: 


It is evident that the Commission did not base its order merely 
on the additional length of haul but took into. consideration the 
superior natural advantages of New Orleans and its greater facil- 
ities as a port. It is conceded that the plaintiffs carry undue burden 
upon other traffic. On the other hand it is reasonably certain that 
if forced to inaugurate higher export rates to New Orleans than 
to Texas ports, none of which they reach over their own lines, their 
revenues will suffer greatly through loss of tonnage. I fail to see 
how the plaintiffs can be guilty of undue preference to New Orleans, 
or undue prejudice to Texas ports by charging the same rate to 
both. The Commission was not authorized to equalize port advan- 
tages by an adjustment of rates. We have jurisdiction to review 
the order and it should be set aside. Central R. R. Co. vs. U. S., 
257 U. S. 247, supra. 


OIL DECISION AFFIRMED 


After reargument, the three-judge court at Hammond, Ind., 
has affirmed its original opinion in equity No. 171, Standard 
Oil Co. (Indiana) vs. United States and Interstate Commerce 
Commission, dated March 5, 1930. The court case, growing out 
of Standard Oil Co. (Indiana) vs. Santa Fe et al. 113 I. C. C. 
597 and 139 I. C. C. 297, was dismissed for want of jurisdiction, 
the order of the Commission about which complaint was made 
having been one of dismissal. The case before the Commis- 
sion raised the vexatious questions inhering in the combina- 
tion, intermediate application and Sligo rule principles in their 
most complex form in relation to shipments of petroleum prod- 
ucts from the mid-continent and other western groups to 
points east of the Mississippi. 


LOUISIANA SAND RATES 


The Commission has been advised that the three-judge 
court in the eastern district of Louisiana, Baton Rouge division, 
has dismissed the bill in equity No. 202, Louisiana Public 
Service Commission et al. vs. United States and Interstate Com- 
merce Commission, intervening defendant, in which the 
Louisiana commission sought to enjoin, annul and set aside 
the Commission’s order in No. 17000, part 11, sand, gravel, 
crushed stone and shell within the southwest, better known as 
Hoch-Smith sand and gravel, 155 I. C. C. 247. Dismissal means 
that the Commission’s order has been upheld as being within 
the scope of its authority. 

While this was a Hoch-Smith proceeding that resolution was 
not used as a foundation for the Commission’s decision putting 
rates on the commodities mentioned in Texas, Oklahoma, 
Arkansas and Louisiana on a uniform basis. States other than 


Louisiana made their rates conform with the findings of the 
federal body. Because Louisiana did not conform the federal 
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body issued an order requiring it to establish rates within a 
described area in Louisiana on state traffic, on the basis ob- 
served in the other states. 

Louisiana went to the federal court. The railroads, on their 
own behalf asked for an injunction forbidding the Louisiana 
commission to interfere in their efforts to establish rates on the 
federal basis. Reports from New Orleans are to the effact 
that the court enjoined the state authorities. The latter claimed 
that the order of the federal commission deprived them of power 
over their own rates and went beyond the scope of the federal 
power. Louisiana told the court that no order was issued 
against the other states. The case was argued for the Com- 
mission by J. Stanley Payne, for the Department of Justice by 
Elmer B. Collins and for the Louisiana commission by Wylie i‘ 
Barrow. 


PETITIONS FOR REHEARING, ETC. 


No. 18957, Muscle Shoals Traffic Bureau for Ware Brothers 
Agency vs. A. C. et al. Defendants ask for reconsideration, 
consolidation, and postponement of effective date of order. 

No. 19353, Southwestern Milling Co., Inc., vs. C. R. I. & P. 
et al. C. R. I. & P. asks for rehearing and reconsideration. 

No. 19517, Continental Paper & Bag Mills Corp. vs. A. C. 
et al. Defendant, Maine Central, asks for reconsideration. 

I. and S. 3399, cotton and cotton linters, from southern and 
southwestern states to New Orleans, La., and Mobile, Ala., via 
rail and barge line. Inland Waterways Corporation, operating 
Mississippi-Warrior Service, by L. D. Chaffee, general freight 
agent, asks for partial vacation of suspension order dated De- 
cember 30, 1929. 

No. 20253, Canton R. R. vs. A. A. et al. 
for reargument and for further hearing. 

No. 22594, Concrete Engineering Co. vs. G. & S. I. et al. 
Complainant asks for reconsideration by entire Commission. 

No. 21476, Perrine Armstrong Co. vs. Pennsylvania et al. 
Defendants ask for rehearing, and for elimination from order 
of October 30, 1929, requirement that defendants maintain and 
apply in the future to the transportation of rough lumber in 
carloads from Flora, Ind., to Saginaw, Mich., a rate which shall 
not exceed 19 cents a hundred pounds. 

No. 22440, J. Hurt Whitehead vs. Southern et al. Com- 
plainant asks for reopening and reargument of this case. 

No. 23360, New Orleans Joint Traffic Bureau vs. A. & R. 
et al. Merchants Exchange of St. Louis, Board of Trade of 
Kansas City, Memphis Merchants Exchange, Cincinnati Board 
of Trade, Cairo Board of Trade and Louisville Board of Trade 
ask for consolidation of this case for hearing, brief and argu- 
ment at same time and place as hearing in 17000, part 7-A, 
grain and grain products to and within southeastern territory. 

No. 20262, Higginbotham-Bartlett Co., Inc., et al. vs. A. T. 
& S. F. et al., No. 20307, Amarillo Board of City Development 
et al. vs. A. T. & S. F. et al., and No. 20425, Cicero Smith 
Lumber Co. vs. A. T. & S. F. et al. Defendants ask for re- 
hearing and reargument. 

No. 23063, Mid-Continent Petroleum Corporation vs. A. T. 
& S. F. et al. Defendants ask for cancellation of hearing and 
dismissal of complaint. 

No. 22535, Atlantic Lumber Co. vs. L. & N. et al. Louis- 
ville & Nashville, defendant, asks for reconsideration of Com- 
mission’s decision dated May 16, 1930. 

No. 15584, Sinclair Refining Co. et al. vs. A. & W. et al. 
and associated cases. Shell Petroleum Corporation asks for 
modification of order of Commission in 112 I. C. C. 412. 

No. 19628, W. J. Small et al. vs. A. & S. et al. Complain- 
ants ask for rehearing, reconsideration and/or argument in 
matter of basis of rates on which reparation was awarded. 

No. 23210 (Sub. Nos. 1 to 9, inclusive), C. M. Kelley et al. 
vs. A. C. L. et al. Complainants ask for reopening and reas- 
signment for hearing. 

No. 19732, American Fruit Co. et al. vs. R. C. B. H. & W. 
et al. Carriers, defendants, by J. E. Johanson, asks that Com- 
mission’s order of April 18, 1930, be modified by postponing 
present effective date, July 28, 1930, for a period of 120 days, 
or until November 15, 1930. 


Complainant asks 


CHANGES IN DOCKET 


Hearing in I. and S. 3472. Terminal arrangement at Louis- 
ville, Ky., assigned for June 25, at Louisville, Ky., before Ex- 
aminers Paulson and Mackey, was canceled. 

I. and §S. 3455 (third and fourth supplemental orders), ab- 
sorption of icing and re-icing charges on L. C. L. shipments of 
dairy products and dressed poultry, in southern classification 
territory, were set for hearing June 26 at Louisville. 

Hearing in No. 23381 (and Sub. 1), Boydton Manufacturing 
Co., Inc., et al. vs. Southern Ry. et al., and No. 23385, Barnes 
Lumber Corporation et al. vs. C. & O. Ry. et al., assigned for 
June 26, at Richmond, Va., before Examiners Macomber and 
Simmons, was canceled and reassigned for July 23, at Richmond, 
Va., before Examiners Macomber and Simmons. 
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RATES ON DECIDUOUS FRUITS 
The Trafic World Washington Bureau 


The Commission has authorized the carriers to restore rates 
on deciduous fruits from California to what they were before 
its decision in the Hoch-Smith case, decided by the Supreme 
Court adversely to the Commission’s contention as to the mean- 
ing of that resolution, except to the peninsula of Florida and 
on pears from the north Pacific coast, on fifteen days’ notice 
(see Traffic World, June 21, p. 1635). 

The principal of the rates to be restored is $1.73, applicable 
to the blanketed territory between the Rocky Mountains and 
the Atlantic Ocean. 

The Commission has denied the application of the carriers 
to restore the old rate on pears on the ground of insufficiency 
of showing and it made no decision on the Florida applications. 

The California Growers’ and Shippers’ Protective League, 
complainant in No. 19130, California Growers’ and Shippers’ 
Protective League vs. Atchison, Topeka & Santa Fe et al., in 
which the Hoch-Smith deciduous fruit rates ordered by the 
Commission were rejected by the Supreme Court of the United 
States, June 2, has filed a petition for reopening of the case for 
rehearing and reargument and a motion for leave to file an 
amended complaint. 

Complainant, in its petition for reopening, after referring 
to the decision of the Supreme Court that the Commission based 
its order on the Hoch-Smith resolution, that it failed to find 
the rates assailed unreasonable under the applicable provisions 
of the interstate commerce act and misconstrued the resolution, 
says that its complaint alleged, among other things, that the 
rates assailed “are unjust and unreasonable, in violation of sec- 
tion 1 of the interstate commerce act as amended.” In view 
of the conclusion of the Supreme Court, petitioner says it is 
necessary that the case again be submitted to the Commission 
to the end that a finding may be made under section 1 of the 
act. A supplemental hearing is requested. 

In the motion for leave to file an amended complaint, the 
complainant says it is proposed to amend the complaint by 
eliminating references to the Hoch-Smith resolution and by 
further eliminating allegations charging a violation of section 
3 of the act. The purpose of the amended complaint and 
petition for reopening is to obtain a determination by the 
Commission of the reasonableness or unreasonableness of the 
rates assailed under section 1 of the act, according to com- 
plainant. 

In the amended complaint a rate not in excess of $1.44 a 
hundred pounds is asked from California to points in other 
states designated as groups A, B, C, D, E,.F, G, H, K, L and 
M, and also from California to points in group J. 

It is set forth that for many years prior to June 25, 1918, 
the rate for the transportation of deciduous fruits from points 
in California to points in groups A, B, C, D, E, F, G, H and J, 
was $1.15, minimum weight 26,000 pounds. On that date the 
rate was increased to $1.44. Effective August 26, 1920, the rate 
to groups A, B, C, D, E, F, G and H, was increased to $1.92, 
and to group J, $1.80. Effective January 1, 1922, defendants 
established a rate of $1.73 to groups A, B, C, D, E, F, G and H, 
and of $1.62 to group J. Effective November 18, 1922, defend- 
ants established a rate of $1.73 to groups K, L and M. It is 
alleged that the rate of $1.73 to groups A, B, C, D, E, F, G and 
H, and of $1.62 to group J, have been maintained and inforced 
by defendants continuously since January 1, 1922, and that the 
rate of $1.73 to groups K, L and M has been inforced since 
November 18, 1922. 

It is alleged that the average loading a car of deciduous 
fruits from California has increased from approximately 26,000 
pounds in 1918 to approximately 29,000 pounds in 1926 and 
that the average revenue a car has increased in the same 
period from approximately $300 to approximately $500 or an 
increase of 66 2/3 per cent. Loading of deciduous fruits from 
California increased from 13,332 carloads in 1913 to 80,000 car- 
loads in 1926. By reason of these facts, it is alleged that 
complainant’s members and other shippers of deciduous fruit 
from California “are of right entitled to the establishment and 
maintenance of materially lower rates for the transportation of 
their shipments than the rates now maintained and inforced 
by defendants,” A further allegation is that defendants have 
substantially reduced rates on other commodities and that 
complainant’s members and other shippers are required to bear 
an unjust transportation burden. 


SUSPENDED TARIFFS 


In I. and S. No. 3477, the Commission has suspended from 
June 25 until Jianuary 25, schedules in Atchison, Topeka and 
Santa Fe, I. C. C. No. 10946. The suspended schedules propose 
to increase the rates on feeder cattle, carloads, between El 
Paso, Tex., and Deming, N. M., from $31 to $45 per car, and to 
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cancel the rates on sheep and goats in double deck cars 
between El Paso, Tex., and Deming and Silver City, N. M., 
resulting in application of higher combination rates. 

In I. and S. No. 3478, the Commission has suspended from 
June 25 until January 25, schedules in supplements Nos. 46 and 
48 to B. T. Jones’ I. C. C. No. 2046. The suspended schedules 
propose to restrict proportional rates applicable on grain, grain 
products, etc., from Peoria and Pekin, IIll., when originating in 
Northwestern territory and destined to points in eastern trunk 
line and New England territories, so as not to apply via routes 
north of the Toledo, Peoria and Western Ry., which will effect 
substantial increases via all carriers operating through junctions 
— of the Toledo, Peoria & Western Ry., on eastbound 
traffic. 


COMMISSION ORDERS 


No. 23180, Washington Building Lime Co. vs. A. & A. R. R. 
Corporation et al. Abel Davis and Eugene Holland, Receivers 
in Equity for Universal Gypsum & Lime Co. and West Virginia 
Pulp & Paper Co., permitted to intervene. 

No. 23436, Railroad Commission of South Cardina vs. Alcolu 
et al., and No. 23420, Transportation Bureau of Spartanburg 
Chamber of Commerce vs. A. G. S. et al. Tennessee Products 
Corporation permitted to intervene. 

No. 23456, Los Angeles Chamber of Commerce vs. A. T. & 
S. F. et al. National Broom Manufacturing Co. permitted to 
intervene. 

No. 23351, Val Blatz Brewing Co. vs. A. T. & S. F. Ry. et al. 
Pabst Corp. permitted to intervene. 

No. 23347, Brunswick-Balke-Collendar Co. et al. vs. D. L. 
& W. et al. Liquid Carbonic Corporation permitted to intervene. 

No. 23318, Auburn Mills et al. vs. C. & A. et al. Merchants 
Exchange of St. Louis, Mo., permitted to intervene. 

No. 23430, Central Pennsylvania Coal Producers’ Associa- 
tion et al. vs. B. & O. et al. Boston Chamber of Commerce per- 
mitted to intervene. 

No. 23392, Nebraska Brick & Tile Manufacturers’ Associa- 
tion et al. vs. C. & N. W. et al. Public Service Commission of 
State of Wyoming permitted to intervene. 

No. 23437, Southwestern Millers’ League et al. vs. A. T. 
& S. F. et al. Merchants Exchange of St. Louis, Mo., per- 
mitted to intervene. 

No. 23396, Western Shade Cloth Co. vs. C. N. & L. et al. 
-American Cotton Manufacturers’ Association, Cotton Manu- 
facturers’ Association of North Carolina, and Cotton Manufac- 
turers’ Association of South Carolina permitted to intervene. 

No. 19680, Public Service Commission of Oregon vs. Central 
Pacific et al. The order entered in this case on December 3, 
1929, which required that construction of the extension be 
commenced on or before July 1, 1930, has been modified by 
postponing said date on or before which construction must be 
commenced to January 1, 1931. 

No. 21101, Gable Johnson Jury Co. et al. vs. A. F. & G. et al. 
The order entered in this case on March 28, 1930, which was 
by its terms made effective on June 24, 1930, and subsequently 
modified to become effective on July 23, 1930, upon not less 
than 30 days’ notice, has been further modified to become 
effective on September 22, 1930, upon not less than 30 days’ 
notice, solely in respect of rates from Virginia and North 
Carolina to Kansas City, Mo. 

Finance No. 7703, construction of line by C. M. St. P. & 
P. R. Co. Time fixed in said certificate within which the C. M. 
St. P. & P. shall complete the construction of the line of rail- 
road therein authorized, has been extended to September 28, 
1930. 

In No. 17757, in the matter of use of private passenger train 
cars. The order entered in this case on November 4, 1929, 
which was by its terms was to become effective January 15, 
1930, but such effective date has from time to time been post- 
poned to July 1, 1930, has been further modified so that the 
said order shall become effective September 1, 1930, on account 
of litigation involving the order. 

No. 22171, Trimble Bros. vs. A. T. & S. F. et al. The order 
entered herein on March 29, 1930, has been modified so as to 
permit tariff changes*published in compliance with the provision 
of said order to be made effective June 24, 1930, upon 3 days’ 
notice instead of June 24, 1930, upon 30 days’ notice, provided 
the routing via Salt Lake City, as published in sup. 14 to H. G. 
Toll’s I. C. C. 1229, is not eliminated. 

Fourth Section Application 13818, petroleum coke, breeze, or 
dust, from Kansas City, Mo. Petition of E. B. Boyd, for a post- 
ponement of effective date of Fourth Section Order 10335,: petro- 
leum coke, breeze, or dust from Kansas City, Mo., entered in 
said application, denied, sufficient justification not having been 
shown. 

Finance No. 4555, application Denver & Salt Lake Western 
for authority to construct the Dotsero cut-off. Time within 
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which the Denver & Salt Lake Western and/or Denver & Salt 
Lake shall file said draft of contract or agreement has been 
extended to January 1, 1931. 

Finance No. 6596, construction of extension by Bellefonte 
Central, Finance No. 6627, acquisition of line by Bellefonte Cen- 
tral, and No. 20952, joint use of terminal facilities at Tyrone, 
Pa., by Bellefonte Central. Time prescribed in said certificate 
and order within which the Bellefonte Central shall complete 
the construction of the extension of its line therein authorized, 
has been further extended to September 1, 1930. 

No. 23438, Conklin & Sons Co., Inc., vs. A. & S. et al. 
Shell Petroleum Corporation permitted to intervene. 

No. 22124, City of Moorhead, Minn., et al. vs. Gt. Nor. et al. 
Board of Railroad Commissioners of State of South Dakota per- 
mitted to intervene. 

No. 23481, Edgerton Manufacturing Co. vs. A. & E. et al. 
Bloomington Basket Co. and New Albany Box and Basket 
Co., permitted to intervene. 

No. 20693, Ichabod T. Williams & Sons vs. A. C. L. et al. 
The order entered in this case on December 31, 1929, as sub- 
sequently modified has been vacated and set aside until further 
order of the Commission. 

No. 12798, Galveston Commercial Association vs. G. H. & 
S. A. et al. The effective date of order entered in this case 
on December 23, 1929, as subsequently postponed to July 19, 
1930, has been further postponed to August 19, 1930. 

No. 21211, Wisconsin Bridge & Iron Co. vs. Illinois Terminal 
Co. Proceeding reopened for reconsideration on record as made. 

No. 23221, Crown Overall Manufacturing Co. et al. vs. M. 
& O. et al. American Cotton Manufacturers’ Association, Cotton 
Manufacturers’ Association of North Carolina and Cotton Manu- 
facturers’ Association of South Carolina permitted to intervene. 

Finance No. 8179, application of M. P. and N. O. T. & M. 
for certificate to operate over the tracks of the Louisiana Ry. 
& Navigation Co. between Baton Rouge and New Orleans, La., 
etc. Arkansas Cotton Trade Association, Chamber of Commerce 
of Monroe and West Monroe, La., Arkadelphia Chamber of 
Commerce, Arkansas State Chamber of Commerce, Baton Rouge 
Chamber of Commerce, East Ascension Chamber of Commerce, 
Ferriday Chamber of Commerce, Hope Chamber of Commerce, 
Little Rock Chamber of Commerce, Minden Chamber of Com- 
merce, Montgomery Truck Growers’ Association, Inc., Nashville 
Chamber of Commerce of Nashville, Ark., Texarkana Chamber 
of Commerce, and Winnfield Chamber of Commerce permitted 
to intervene. 


No. 22981, American Cyanamid Co. vs. A. & R. et al.; No. 
23246, Armour Fertilizer Works vs. A. C. et al.; No. 23341, Amer- 
ican Agricultural Chemical Co. vs. A. C. et al., and No. 23376, 
Davison Chemical Co. et al. vs. A. C. et al. Swift & Co. per- 
mitted to intervene. 


No. 16531, Hammersley Manufacturing Co. vs. Erie et al., 
and No. 17326, Clifton Paper Mills vs. N. Y. S. & W. et al. 
Proceeding reopened for reconsideration. 


No. 19696 (and Subs. 1 to 3, incl.), Bedford Pulp & Paper 
Co. vs. C. & O. et al. The effective date of the order heretofore 
entered in these proceedings on May 17, 1930, has been post- 
poned until September 8, 1930. 

No. 22171, Trimble Bros. vs. A. T. & S. F. et al. The order 
entered herein on March 29, 1930, as subsequently modified, has 
been further modified so as to permit defendant carriers to 
increase the rates prescribed in said order, effective concur- 
rently with the publication of increased rates to the Missouri 
River cities, with the proviso that the rates maintained and 
applied shall not exceed the rates contemporaneously main- 
tained on similar shipments from the same points of origin 
to the Missouri River cities. 

No. 23860, New Orleans Joint Traffic Bureau vs. A. & R. 
et al. Merchants’ Exchange of St. Louis, Mo., permitted to 
intervene. . 

No. 23498, Haley-Neeley Co. et al. vs. C. & N. W. et al. 
Watertown Chamber of Commerce permitted to intervene. 

Finance No. 8207, application of Oregon Electric for cer- 
tificate to acquire line of railroad of Valley and Siletz. South- 
ern Pacific Co. permitted to intervene. 

Finance No. 8255, application of C. & -O. for certificate to 
construct a@m extension of its line of railroad in Mingo county, 
W. Va. Virginian Ry. and Virginian & Western Ry. permitted 
to intervene. 

No. 22907, Illinois Silica Sand Traffic Bureau vs A. C. & Y. 
et al. Michigan Manufacturers’ Association permitted to in- 
tervene. 

No. 23417, Phillips & Co., Inc., vs. N. S. et al. G. W. 


Capps permitted to intervene. 
No. 23478, Mount Royal Rice Mills, Ltd., et al. vs. St. L. 


S. W. et al. Lake Charles Rice Milling Co. of La., Inc., per- 


mitted to intervene. 
Finance No. 8206, application of Oregon Electric for cer- 
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tificate to construct an extension of its line of railroad in 
Marion and Polk counties, Ore. Southern Pacific Co. permitted 
to intervene. 


FINANCE APPLICATIONS 


Finance No. 8326. Chesapeake & Ohio Railway Co. asks au- 
thority to abandon its Kentucky and South Atlantic subdivision ex- 
tending from Mt. Sterling to Rothwell, Ky., 19.5 miles. 

Finance No. 8328. Chesapeake & Ohio Railway Co. asks authority 
to acquire and operate the Wellston & Jackson Belt Railway Co., and 
Pomeroy Belt Railway Co. in furtherance of the plan of reorganization 
of applicant’s interests in Chesapeake & Hocking and Hocking Valley. 
The Hocking Valley owned the stock of the belt lines. 

Finance No. 8329. Carolina, Clinchfield & Ohio Railway of South 
Carolina asks authority to issue its promissory note for $19,713.66 
in connection with issuance by Carolina, Clinchfield & Ohio Railway 
of $803,000 first and consolidated mortgage gold bonds. 

Finance No. 8330. Carolina, Clinchfield & Ohio Railway asks au- 
thority to issue $803,000 of bonds referred to in No. 8329, to the A. C, 
L. and L, & N. 

Finance No. 8330, Sub. 1. Atlantic Coast Line Railroad Co. and 
Louisville & Nashville Railroad Co. ask authority to assume obligations 
in respect of 803,000 of bonds referred to in No. 8330. 

Finance No. 8332. Carrollton Railroad asks authority to acquire 
and operate the line of railroad and other properties formerly owned 
by the Carrollton & Worthville Railroad Co. in Carroll county, Ky. 

_ Finance No. 8333. Carrollton Railroad asks authority to issue 
$75,000 of capital stock and $25,000 of mortgage notes. 

Finance No. 8334. Louisville & Nashville Railroad Co. asks au- 
— to acquire control by purchase of stock of the Carrollton Rail- 
road. 

Finance No. 8335. Pontchartrain Railroad Co. asks authority to 
abandon about 3 miles of line in New Orleans, La., from North 
Rocheblave Street to Lake Pontchartrain. 

Finance No. 8336. Louisville & Nashville Railroad Co. asks au- 
thority to acquire and operate part of the line of the Pontchartrain 
Railroad Co. in New Orleans, 1.3 miles in length. 

Finance No. 8339, St. Louis Southwestern Railway Co. asks au- 
thority to pledge and repledge from time to time as collateral security 
for short term indebtedness $10,108,000 par value of first terminal and 
unifying mortgage bonds held in the treasury of the company. 

No. 8337. Joint application the Morris & Essex Railroad Co. and 
Delaware, Lackawanna & Western Railroad Co., lessee, for authority 
to abandon parts. of the Morris & Essex known as .“‘Rockaway Loop,” 
extending from Denville to East Dover Junction, N. J. 

Finance No. 8342. - H. Bremner, as receiver of Minneapolis 
& St. Louis Railroad Co., asks authority to issue 120 promissory 
notes in the amount of $10,941.50 each in connection with acquisition 
of 500 steel underframe sheathed box cars. 

Finance No. 8058. Savannah & Atlanta Railway Co. asks for 
modification of order dated June 10, 1930, so as to permit the issue 
of 30,000 shares of common stock without par value instead of 23,500 
shares and so as to permit the sale of $1,300,000 of bonds and of 6,500 
shares of no par common stock by the reorganization committee at 
a price, after deducting discount and underwriting commission, to 
net an amount not less than 90 per cent and accrued interest. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 7889, authorizing the Chicago, St. 
Paul, Minneapolis & Omaha Railway Company to assume obligation 
and liability in respett of $390,000 of Chicago, St. Paul, Minneapolis 
& Omaha Railway Company equipment trust of 1928 certificates, series 
H, to be issued by the City Bank Farmers Trust Company, trustee, 
under an agreement dated September 28, 1928, and sold at not less 
than 100.277 per cent of par and accrued interest from April 1, 1930, 
in connection with the procurement of certain equipment, approved. 

Report and order in F. D. No. 8095, authorizing the Chicago & 
North Western Railway Company to assume obligation and liability 
in respect of $1,425,000 of Chicago & North Western Railway Com- 
pany equipment trust of 1929 certificates, series X, to be issued by 
the United States Trust Company of New York, trustee, under an 
agreement dated January 22, 1929, and sold at not less than 99.68 
per cent of par and accrued interest from February 1, 1930, to date 
of delivery, in connection with the procurement of certain equip- 
ment, approved. 

Report and certificate in F. D. No. 8219, authorizing the Southern 
Pacific Company to abandon a part of a branch line of railroad in 
Benton county, Ore., approved. 

Report and certificate in F. D. No. 8230, authorizing the Cum- 
berland & Pennsylvania Railroad Company to abandon a part of its 
line = railroad located near Morantown, Alleghany county, Md., ap- 
proved. : 

Report and certificate in F. D. No. 8234, authorizing the acquisition 
by the New Jersey Bell bh ere Company of the properties of the 
Egg Harbor City Telephone Company, approved. 

Report and order in F. D. No. 8236, authorizing the acquisition by 
the Maine Central Railroad ——— of control of the Upper Coos 
Railroad of New Hampshire, by purchase of capital stock, conditions 
prescribed, approved. 

Report and order in F. D. No. 8296, authorizing the Seaboard Air 
Line Railway Company to assume obligation and liability in respect 
of $3,510,000 of first-lien equipment-trust 5 per cent certificates, 
$1,081,000 of second-lien equipment-trust 5% per cent certificates. and 
$86,000 of second-lien equipment-trust 5 per cent certificates, to be 
issued by the Chase National Bank of the City of New York, as 
trustee, under an agreement to be dated June 15, 1930, said first-lien 
certificates to be sold at not less than 96.32 per cent of par and 
accrued dividends and the second-lien certificates to be sold or other- 
wise disposed of at not less than par, in connection with the procure- 
ment of certain equipment, approved. 

Report, certificate and order in F. D. No. 8226, (1) authorizing 
the Morgan’s Louisiana & Texas Railroad & Steamship Company 
and the Texas & New Orleans Railroad Company to construct an 
extension of a line of railroad in Lafourche Parish, La., and (2) 
denying request for permission to retain excess earnings, approved. 

Report and order in F. D. No. 8282, authorizing the Erie Railroad 
Company to assume obligation and liability in respect of $6,690,000 
of Erie Railroad equipment trust of 1930 certificates to be issued by 
the Pennsylvania Company for Insurances on Lives and Granting 
Annuities, as trustee, under an agreement to be dated June 14, 1930, 
and to be sold at not less than 98.84 per cent of par and accrued 
——- in connection with the procurement of certain equipment, 
approved. 
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The Box Car and Its Family 


Modern Freight Car Embodiment of Best Ideas of 100 Years—History of Principal Revenue 
Producer of Carriers Never Written—First “Burden” Cars Had Carrying Capacity of 
Three or Four Tons—Hard Won Progress in Car Construction Involved Painful 
Selective Process—Possibility That Peak of Car Ownership Has Passed, 

Through Increase in Individual Capacity 


By HoMeErR H. SHANNON 


the railroad. I must tell you that there 

is a great trade between Baltimore and the 
states west of the Allegheny Mountains. The western 
people buy a great many goods at Baltimore, and send 
in return a great deal of western produce. There is, 
therefore, a vast deal of travelling back and forth, and 
hundreds of teams are constantly occupied in transport- 
ing goods and produce to and from the market. 

“Now, in order to carry on this business more easily, 
the people are building what is called a railroad. This 
consists of iron bars laid along the ground, and made 
fast, so that carriages with small wheels may run along 
upon them with facility. In this way, one horse will be 
able to draw as much as ten horses on a common road. 
A part of this railroad is already done, and if you 
choose to take a ride upon it, you can do so. You will 
mount a car something like a stage, and then you will 
be drawn along by two 
horses, at the rate of 
twelve miles an hour.” 

It was from. the 
above that the first gen- 
eration of children to 
read of railroads in their 
school books learned of 
the construction of the 
Baltimore and Ohio. The 
passage quoted was in 
Peter Parley’s “First 
Book of History,” which 
appeared some time be- 
tween 1830 and 1835. 

A century of time has 
brought such a change 
that a similar simple in- 
duction into what was 
then an amazing bit of knowledge—that railroads were 
being built in the country—appearing in a grade school 
textbook of today would probably twist childish lips 
into a patron- 
izing smiles. 
To learn that 
there was a 
time when 
people didn’t 
go places on 
railroads 
would un- 
doubtedly be 
as amazing to 
the child of 
today as Mr. 
Parley’s care- 
fully worded 
bit of news 
was to those 


66 B: the most curious thing at Baltimore is 
eco 
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“improved” box car of eighty or ninety 


years ago. 





The sleek, highly perfected and efficient box car of today represents, 
in its prosaic way, the cumulative experience of a hundred years 
of railroading. 





other children. 

But it is 
doubtful if 
there are 
many adults 
today in the 
hundreds of 
thousands 
that make 
their living, 
directly or in- 
directly, 
through the 
services of 
that transpor- 
tation agency, the railroads, who could give an adequate 
account of where the freight car came from. Although 
it is the greatest revenue producer in the entire trans- 
portation setup, its his- 
tory has never been writ- 
ten. Early records are 
relatively scarce and even 
more inadequate. But 
there is enough to give a 
glimpse, with the aid of 
a little imagination, into 
the vast amount of human 
planning and effort that 
has gone into the develop. 
ment of the freight car. 
As prosaic as the earth 
itself, the modern box car 
literally represents the 
end product of the think- 
ing and practical effort of 
many thousands of men. 
Its tight-knit metal and 
wood efficiency came into being only by a gradual accre- 
tion of all that was best in the “ideas” and “innovations” 
of a hundred years of practical railroading. That it 
should have served as a repository and work-a-day em- 
bodiment of such mechanical and operating wisdom as 
the mechanical engineers and car designers of the last 
hundred years had is, to no small degree, behind more 
spectacular feats of our civilization. 

One small indication of that is found in the fact 
that the average capacity of the freight car in 1928 was 
24 per cent greater than the average capacity of freight 
cars in 1911. Had that increase in capacity not taken 
place, 551,442 cars would have been needed in the latter 
year, in addition to the 2,297,677 that were in use, to give 
the total carrying capacity the railroads had at their 
command. As a rough estimate, that would have meant 
an additional investment in cars of $1,378,605,000, fig- 
uring the average cost of a freight car at $2,500. 

To be sure, if any such showing were made in a 
Commission hearing as evidence of railroad progressive- 





An early drawing of one of the first box cars. 
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HREE horses (1830); three “iron horses” (1930). The pow- 
T.. of the first three horses increased to the power of 
10,000 horses; each “iron horse” with 3400 times the power 
of a single horse. That’s what this picture tells in spanning a 
century of progress in transportation. 

The illustration and the figures are those of the Boston and 
Maine Railroad’s new fleet of super-power locomotives used 
in fast freight service between the Hudson River gateways 
and New England. 

Cutting hours and days even from former schedules, haul- 
ing mile-long freight trains, these engines are daily making 
Minute Man Service mean even more than before in prompt- 
ness and dependability. 

The Boston and Maine is 100 years old this year. In recent 
years the new Boston and Maine has spent $100,000,000 on 
improvements,—alert to provide new schedules, new methods 


and new equipment to meet shippers’ needs. 
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ness, shipper counsel could bring out a number of facts to in- 
dicate that the hypothetical equipment-saving was not an actual 
saving of such immense proportions, such as that the railroads 
had increased the cost of the individual car greatly in the 
interim. This is not intended for any such use, but only to 
suggest that the enormous changes that have taken place in 
freight equipment have an interest other than purely historical. 


Familiar Equipment Adapted for Rails 


It is seldom that there is an overt change in man’s way of 
doing things. As the result of accident or necessity, he intro- 
duces a technical improvement in one field and gradually ex- 








The outside brake-beam with its cross member of wood and other 


such contrasts set this 14-ton stock car of 1864 apart from cars of 


today much more definitely than the general visual impression. 


tends it to others. Progress of any kind comes slowly and 
tortuously—at least it used to. In this day one would be 
justified in believing that mechanical and technical revolutions 
are born over-night. But it still remains that this would not 
be se if the individual could trace out the gradual development 
of applied principles from the buried seeds whence they sprang. 

It was so with the early freight car. Use of rails and a 
flanged or grooved wheel antedates by a great many years the 
earliest steam railroads. But, as indicated by the passage from 
the early school textbook, the first passenger coaches were 
almost faithful reproductions of horse-drawn highway equip- 
ment then in use, with the wheels adapted for the new running 
surface. A picture of one of the first freight cars used on 
English railroads indicates that it was not more complicated 
in structure than the small, four-wheeled flat car, with hand 
mechanism added, that constitutes the hand car used by track 
repairmen—or that was used before that, too, was motorized. 

The earliest known record of a car on rails is that of an 
old German print, apparently representing a car comi'.g out of 
a mine with a man pushing it. Such cars were adopted by the 
British coal mining industry in the seventeenth century. They 
were drawn by horses or were gravity-propelled, and would 
hold as much as four tons of coal. 


The primitive “burden” car of the first American railroads 
amounted to no more than an open bed perhaps six or eight 
feet long with four wheels attached and a capacity of three or 
four tons. Simplicity in design was compensated for by great 
variety in detail, or even total appearance. Anything like gen- 
eral standardization was not known before the middle of the 
last century. The cars’ were moved in trains including 
passenger cars; indeed, it has been said that passenger revenue 
was almost the sole support of the early railroads and was the 
object ofa major portion of that pioneer planning, much as 
with the commercial air service of today. It would be interest- 
ing to know just when the first exclusively freight train was 
run. 

Swivelling Truck Adopted 


But, though design of the first freight carriers used by the 
steam railroads was taken over from highway or other equip- 
ment then familiar, it was not long before innovations appeared, 
beginning the specialization that has produced the modern 
freight cary 

In 1831, a four-wheel swivelling truck was first applied to 
a locomotive in this country by the Mohawk and Hudson Rail- 
road. It was later extended to freight and passenger cars. It 
made possible negotiation of relatively sharp curves and had 
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other advantages over the old arrangement of four wheels 
solidly fixed to the car framework. 

“Instead of the four-wheeled English car, which on a 
rough track, dances along on three wheels,” says a writer in 
the latter part of the nineteenth century, “we owe to Ross 
Winans, of Baltimore, the application of a pair of four-wheeled 
swivelling trucks, one under each end of the car, thus enabling 
it to accommodate itself to the inequalities of a rough track 
and to follow its locomotive around the sharpest curves” It 
does not require any insistence to indicate that this was an 
improvement of major importance. Although the application of 
the new device was first made on the Mohawk and Hudson by 
Winans, Horatio Allen is credited with having first suggested 
it, for application to the South Carolina Railway. 

Winans’ patent on the device was the subject of more than 
twenty years of legal controversy. The dispute finally reached 
the U. S. Supreme Court and was decided against him, after 
expenditures by both sides estimated as in the neighborhood of 
$200,000. That is only one item in the rich body of human ex- 
perience, achievement, and disappointment inherited by the 
railroad users of the twentieth century. 

A curious trick that antedated the general adoption of the 
swivelling truck was the recorded practice of loading firewood 
by connecting two small flat cars with timbers extending across 
from one to another. The wood was loaded on top of the tim- 
bers, which rested on bolsters attached to the cars by king 
bolts. In a crude way that achieved the same mechanical ad- 
vantages as did the swivelling truck. 

Necessity for increase in unit capacity of the cars was 
recognzied early. Jonathon Knight, civil engineer of the 
B. and O., is said to have placed the most economical ratio 
between empty weight of the car and its load as 1 to 3 as far 
back as 1832. It was not until recent years, however, that this 
ideal was attained in some of the huge 100 and more ton coal 
cars used on southeastern railroads. Introduction of four- 
wheeled trucks not only made it possible to increase the carry- 
ing capacity of the cars, but marked the first step in the evolu- 
tion of a distinctive American type of freight car. 


Along with that development in capacity went the creation 
of special classes of equipment for handling particular com- 
modities. The enclosed box car came into being early, as did 
a box-like ancestor of the modern gondola. Tank cars, refrig- 
erators, and other special types appeared much later. An 
effective means of refrigerating shipments was being sought 
before the Civil War, without marked success, however, until 
some years later. Lack of records makes it difficult to trace 
the exact sequence of equipment changes and progress. That 
particularly applies to the period before 1867, the year in which 





A fifteen ton coal car of 1869, with removable sides and ends. 

A close inspection of details is necessary to reveal striking con- 

trasts with modern equipment—the link coupler, absence of brake, 

wooden truck bolsters and — anachronisms tell an interesting 
story. 


a centralized body, the Master Car Builders’ Association, was 
formed to deal with such matters. 


Automatic Coupler Illustrates Story 


Nothing better illustrates the enormity of the selective 
process responsible for the comparative efficiency of mode! 
equipment than the history of the development and adoption of 
the automatic car coupler. To greater or less extent, similar 
circumstances attended the forging out of all the many thousand 
details of present day construction. Adoption by the railroads 
generally of an automatic coupler did not come until 1887. Link 
or other devices of joining cars, requiring that men go betwee 
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them as they were brought together, resulted in an endless num- 
ber of accidents. Before a standard automatic coupler was 
finally adopted, thousands of patents were issued on inventions 
intended to accomplish that purpose and eliminate the danger 
to employes and speed up train operations. None of them 
worked with sufficient sureness or was sufficiently superior to 
competitive devices to make a selection for universal adoption 
by an impartial judge possible. Cliques were organized on 
individual roads and groups of roads with the object of pro- 
moting particular patents. As one writer put it, it was useless 
to argue with people who had special interests of one kind or 
another to promote. But, the same writer says, public indigna- 
tion was finally aroused and legislation was enacted in various 
states, that eventually compelled action. 

The automatic air brake, so essential in handling long 
trains and the high capacity cars of today, was first successfully 
applied in the winter of 1868 and 1869. Its practical value in 
operation was demonstrated in a famous test in 1887, when a 
train of fifty freight cars was brought to a stop from a speed 
of twenty miles an hour in a distance of 171 feet. A distance of 
1,563 feet was required to bring the same train to a stand by 
the use of hand brakes operated by five men ready for simul- 
taneous action. Though it has long since replaced more an- 
tequated means, the air brake has been, in recent years, the 
subject of, perhaps, the most elaborate and expensive program 
of testing by the mechanical division of the American Railway 
Association ever conducted on a single feature of train equip- 
ment. Unofficial estimates of the cost of recent tests place it 
in excess of a million dollars. 

One of the principle objectives of the mechanical improve- 
ments all along the line was increase in capacity of the cars. 
Prior to 1870, however, freight cars were still of limited 
capacity. An average load of nine tons for an eight wheeled 
car and four tons on four-wheeled cars was considered heavy 
loading. The records indicate that, in the case of one road; it 
had eight-wheeled cars of from 28 to 33 feet long, with an 
average dead weight of 16,000 pounds and load capacity of 
18,000 pounds, the ratio of dead weight to load still being very 
low. 

A pamphlet on the origin and development of freight and 
passenger equipment, written by E. F. Carry, former president 
of the Pullman Company and printed by the mechanical division 
of the American Railway Association, records that, up to 1876, 
the average capacity of freight cars remained at 20,000 pounds, 
“although it was customary to load in excess of that figure.” 
In 1877, the same pamphlet says, some cars were built to carry 
30,000 pounds and, beginning in 1879, the standard cars built 
for the principal lines were constructed to carry 40,000 pounds. 


Steel Construction Introduced 


Heavier trains and greater operating speed made possible 
by air brakes, automatic couplers, and other improvements, 
brought a realization of the inadequacy of wood frame con- 
struction. Use of steel or iron in car frames began about 1874, 
when cars with channel iron sills and bolsters were constructed 
by an eastern line. Later, steel underframes for wooden cars 
were introduced, steel frame cars, and finally, in quite recent 
years, the all-steel car. A curiously shaped iron-body car, 
known as a “three-pit hopper,” with carrying capacity of 13 
tons, was introduced in the late seventies or nearly eighties. 
But the modern steel car as a recognized entity in American 
railway service is said to date from about 1894. In 1897, the 
Pittsburgh, Bessemer and Lake Erie Railroad placed the first 
large contract for cars of steel construction. That was for 
1,000 cars, 600 of which were to be of pressed steel and 400 
of rolled structural shapes. 


It was not until 1918, however, at the time of the Railroad 
Administration, that the steel frame car was standardized in 
all its parts for use by all lines. At that time specifications for 
box cars of single sheathed, steel frame design were adopted. 
Since then the American Railway Association has proposed de- 
signs for an all-steel box car, some 40,000 of which are now in 
use. Normal retirement in the next few years is expected to 
result in extension of standard design to a large proportion of 
the cars. That will mean that the old wooden box car will 
no longer be on hand, except in museums. 

The rapid growth, except for the last few years, of the car 
equipment account of the railroads is indicated by the following 
table: 


Year Freight Cars 
RO ro ee RN a big ree ge es agent Cc alstivae caer Liat ena 358,101 
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EE: “nicly chou Seiad dene eteh is ARSRMARRRRMS C4 Rebes Cheeses Uehtigae 805,519 
EE Si cioeg his gla dcwicnk ol cre cea ch esc dede seeks t tebe 1,005,116 
Gd ae Ah ps Bie aL AID ae oR EG A OORT pf sc, tho 1,013,807 
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Rt NL RR ee RRS Tok SE ON aie Fae re 297,677 


The Traffic World 


PAGE 1719 





It may be that the figures for 1903 and 1913 are too high, 
as the sources consulted did not agree. As indicated, 1925 was 
the “high” year in number of cars. Increase in individual car 
capacity and more efficient use of equipment since then have 
made it possible for the railroads to handle the increase in 
volume of traffic with fewer cars. The average capacity of 
freight cars in service in 1928 was 45.8 tons. That represents 
an increase of more than ten and a half tons in twenty years, 
the average in 1908 having been 34 tons. 

Average capacity is still on the increase. What the eco- 
nomical limits on that will be, only the future can tell; but, 
as the life of a freight car is from 20 to 25 years, meaning an 
annual replacement of about 100,000 cars, it will be substantially 
increased in the next ten years by replacement alone. It is 
just possible there will never again be a time when the railroads 





A SIDE DOOR PULLMAN 





The above shows one of the three side doors on the new type of 


Pullman cars placed in service b 
on its “Rochester-Minnesota Special” that began the run_between 
Chicago and Rochester and Mankato, Minn., June 24. The side 
doors are in addition to regular end doors and give access to three 
special bed rooms, particularly designed for the comfort of invalids 
traveling to and from the hospitals at Rochester. 


NEW TYPE OF SLEEPING CAR 


A new type of sleeping car, providing a private room for 
each passenger, with a full sized bed instead of a berth, will 
be placed in operation on the “Broadway Limited,” the Penn- 
sylvania 20-hour flyer between New York and Chicago, June 29. 

The “Liberty Limited,” fast through express between Wash- 
ington and Chicago, also will have new single-room cars as part 
of its equipment, early in July. 

Each of the newly designed sleeping cars has thirteen single 
rooms, “with all the luxuries and privacy of a modern hotel.” 
The bed has box springs and a comfortable mattress and is 
arranged crosswise of the car. Lighting and ventilating sys- 
tems are controlled from the head of the bed, while full-length 
mirrors, hot and cold water, a writing table, a reading lamp 
and fan contribute to comfort, 

The single rooms may be had by payment of one-quarter 
more than the regular railroad fare, plus the cost of two lower 
berths. If two persons wish to occupy a single room, an upper 
berth can be let down. 


the Chicago and Northwestern 














PAGE 1720 





of this country own as many freight cars as they did in 1925. 
“Never,” as has often been remarked, is a long time, but the 
statisticians have called attention to a substantial decline in 
the rate of increase in volume of tonnage handled by the 
railroads in the last fifteen or twenty years. Recently a per- 
fectly sane student of transportation expressed the view that 
rail tonnage in 1935 would not be greater than that of 1929. 
If that prophesy should be fulfilled, there is no question but 
that further progress along the line of more efficient use of 
equipment and the natural increase in average capacity that 
will come about from the replacement program will result in 
a drop in the number of cars necessary to handle the traffic of 
five years hence. Beyond that, speculation seems pointless. 


DETROIT SHIPPERS’ CONFERENCE 


The annual meeting of the Detroit District Shippers’ Con- 
ference of the Board of Commerce was held at the Hotel Fort 
Shelby June 24 and the incumbents were re-elected to office 
for the fiscal year ending Jnue 30, 1931. The officers are: W. I. 
Nokely, traffic manager, Michigan Alkali Company, president; 
George W. Atherton, traffic manager, Acme White Lead and 
Color Works, first vice-president; J. A. Gardner, traffic manager, 
Murray Corporation of America, second vice-president; L. V. 
Sims, assistant director Traffic-transportation department, Board 
of Commerce, secretary. A new constitution and new by-laws 
were adopted. One of the changes is that the organization will 
become the “Detroit Board of Commerce District Shippers’ 
Conference.” 

President Nokely told of the activities of the conference in 
the last six months. 

The committee on car demurrage, storage, and weighing, 
N. J. Breitenbeck, traffic manager of the Detroit Steel Products 
Company, chairman, had held two important meetings since the 
last meeting of the conference, one of them being attended by 
twelve officials of Detroit railroads, for the purpose of giving 
consideration to the subject of demurrage charged on cars used 
in intra-plant switching service. 

The merchandise and service committee, N. D. Hoke, chair- 
man, is giving consideration to the publication of a complete list 
of all merchandise cars loaded at Detroit and carded to common 
points. It was at the suggestion of this committee that the in- 
tercoastal steamship lines having offices in Detroit were included 
in the bulletin service. 

The most active of all the sub committees of the conference 
was the rate, tariff, and classification committee, C. R. Scharff, 
traffic manager of the Chevrolet Motor Car Company, chairman, 
which held three meetings since the first of the year. 

Besides considering the deyelopments in the several major 
and far-reaching rate adjustment cases, including the iron and 
steel rates investigation, the €astern class rate case, the petro- 
leum rate case, and the western class rate case, the committee 
recommended participation in the matter of extra fare charges 
on passenger trains, which is now on the docket of the Com- 
mission. Testimony in the proceeding was introduced by Di- 
rector L. G. Macomber of the board’s traffic-transportation 
department. 

Intervening petitions were filed in the industrial sand cases 
of 1930, which, it is believed, will involve all sand rates within 
Central Freight Association territory; the reparation cases on 
petroleum fuel oils in which the complainant is seeking reason- 
able rates on that petroleum product between points in Central 
Freight Association territory; and the coke cases, in which the 
complainant attacks the rates from Detroit and Wyandotte, 
alleging them to be unduly preferential to shippers here. 

Many other smaller rate adjustment cases have received 
the attention of this committee. 

The express and parcel post committee, W. J. Buchanan, 
traffic manager, Frederick Stearns and Company, chairman, has 
been active in adjusting several minor complaints affecting ex- 
press and parcel post service to and from Detroit, and was 
responsible for correcting some delay in first class mail for the 
aecount of a few industries affected by recent changes in the 
pickup and delivery service of the Detroit post office. 

The motor transportation committee, C. J. Davitt, traffic 
manager, Budd Wheel Company, chairman, had held three meet- 
ings since the last meeting of the conference. It gave considera- 
tion to and made recommendations on the Parker motor bus 
bill. The advisability of regulation or legislation respecting 
motor vehicle operations within the state was considered and 
the board of commerce is now sponsoring a “Michigan commit- 
tee,” representative of all interests and localities in the state 
for the purpose of arriving at a solution of the many problems 
traceable to motor vehicle operations. 

The vice-president of the conference, G. W. Atherton, is also 
chairman of the legislative committee, and at one meeting the 
committee gave consideration to nine important legislative meas- 
ures on the calendar of the Senate or House, some of them 
pertaining locally to Detroit and others of a national scope. 
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Their recommendations were adopted by the directors and made 
known to Michigan congressmen. 


No particularly important subjects had arisen in the last six 
months to necessitate calling meetings of the claim and claim 
prevention committee, R. G. Brown, manager, receiving depart- 
ment, J. L. Hudson Company, chairman; the terminal and 
switching committee, W. G. Norvell, superintendent, Parke Davis 
and Company, chairman; the water transportation committee, 
W. H. Lougheed, traffic manager, Graham Paige Motor Car Com- 
pany, chairman; and the reconsigning, diversion and transit 
committee, Fred Reeves, traffic manager, Detroit Coal Exchange, 
chairman. Many subjects on the docket of these committees are 
now being considered by the traffic-transportation department. 


F. J. Armstrong,’ traffic manager, United States Radiator 
Corporation, chairman of the traffic-transportation committee, 
the governing committee of the conference, was unable to be 
present. That committee, meeting once a month, besides ap- 
proving all the recommendations of the sub-committees or refer- 
ing them for further consideration, also considers miscellaneous 
subjects not falling within the scope of any particular sub- 
committee. 

L. G. Macomber cited the benefits that accrue to particular 
industries in some cases and the city as a whole in others, and 
stressed the importance of the cooperative procedure that has 
been successful in the last three years of the conference activity. 
He gave many instances of success that have attended efforts to 
settle amicably differences between carriers and shippers and 
told why it was not possible to handle all such controversies in 
the same manner, the main reason being that local carriers 
were unable to control territorial matters on which the local 
situation often depended. 


APPEALS FROM I. C. C. ORDERS 


Senator Couzens, chairman of the Senate interstate com- 
merce committee, has introduced a bill (S. 4749) to amend sec- 
tion 16a of the interstate commerce act with respect to appeals 
from orders of the Commission. Such an amendment has been 
urged for years by the National Industrial Traffic League and 
the present bill was introduced as the result of League repre- 
sentatives having taken up the matter with Senator Couzens. 
The text of the bill follows: 


That section 16a of the interstate commerce act is hereby amended 
by inserting (1) at the beginning thereof and by adding thereto a new 
paragraph numbered (2), to read as follows: 

(2) Any party to any proceeding before the Commission in which 
hearing has been held and order entered may bring suit in any district 
court of the United States of proper venue to enjoin, set aside, annul, 
or suspend, in whole or in part, any such order by which such party 
is aggrieved, including any order denying any petition or other negative 
order, upon the ground that no substantial evidence has been presented 
in such proceeding upon which to base such order, or upon the ground 
that such order is contrary to law, or that the Commission has failed 
to exercise jurisdiction or perform a duty imposed upon it by law, 
and such suit shall be deemed to come within the scope of subdivision 
28 of section 41 of title 28 of the Code of Laws enacted by act of June 
28, 1926, and the venue and procedure in such cases shall be governed 
by the provisions of sections 43, 44, 45 and 46 of said title 28. 


The League has gone on record in favor of legislation giv- 
ing shippers a broad right of appeal in reparation and other 
cases, preserving, however, the final jurisdiction of the Com- 
mission in all cases where it is found that its findings and con- 
clusions are supported by substantial evidence and by recog- 
nized interpretation of the law by the highest courts. 


The question at issue was discussed at length in the report 
of the League’s legislative committee submitted at the annual 
meeting held in New York in November, 1928, and the recom- 
mendation of the committee, set forth in the preceding para- 
graph, was approved. In that report the committee said recent 
decisions of the Commission with respect to the awarding of 
reparation and the diversity of views of the members of the 
Commission as to the legal duty of that body had thoroughly 
demonstrated the wisdom of the recommendations made by the 
League in 1922 that the law be amended so as to give the ship- 
per a right of appeal from the decisions of the Commission 
involving purely legal questions, as well as from negative deci- 
sions where there was no substantial evidence to support the 
conclusion. The committee said Congress had wholly failed to 
provide a remedy by which shippers might resort to the courts 
to review errors of law that might be committed by the Com- 
mission, except in the rare instance where the shipper under- 
took to restrain an affirmative order that adversely affected 
him. It said carriers had their remedy and their right of appeal 
“but the shippers are almost remediless and are at the mercy 
of the Commission.” With respect to reparation the committee 
said the carrier had a right of review in all cases where repara- 
tion was awarded against the carrier “and it would seem that 
common justice would require that the shipper be accorded 4 
corresponding right of review.” 
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Ocean Shipping News 





INVESTIGATION OF BOARD 
The Trafic World Washington Bureau 


Action on the McKellar resolution calling for an investiga- 
tion of the Shipping Board was blocked in the Senate, June 
25, by Senator Copeland, of New York. Several weeks ago the 
Senate adopted the resolution, but the New York senator 
moved for reconsideration of the vote and thus restored the 
resolution to the Senate calendar. Senator McKellar moved, 
June 25, that the Senate consider the Copeland motion. The 
motion was agreed to. 

Senator Copeland then began a discussion of the motion to 
reconsider and referred to the exhaustive congressional investi- 
gation of the board, five years ago, which he said cost $250,000. 

“May I say to my colleagues that I have to talk until 2 
o'clock,” said Senator Copeland. “If they have other errands, 
if they desire to go to lunch, if they want to take a little sun- 
shine and fresh air, I advise them to go now and have a happy 
time for 20 minutes. At 2 o’clock—am I right, Mr. President?— 
another matter will come before the Senate.” 

The senator was advised he was right. 

“While the senator is filibustering I hope he will excuse 
me for a minute to see some newspaper men who want to talk 
to me,” said Senator McKellar. 

“Very well,” replied Senator Copeland. “I will excuse the 
senator, because I am going to filibuster for 17 minutes more.” 


OCEAN FREIGHT SLUMP 


The Trafic World New York Bureau 


The uncertainty and depression that have marked the com- 
modity and stock markets recently have likewise prevailed in 
ocean transportation. The movement of freight is considerably 
less than a year ago and the number of vessels competing for 
traffic is larger. Space on regular liners appears to be sufficient 
to care for most of the business, with little demand for full 
cargoes. The few charters being closed from day to day are 
generally at distress rates and, in most instances, ship owners 
seem to prefer either to tie up their vessels or return them 
to European ports in ballast, calculating that less money is 
lost in this manner than in accepting shipments at less than 
the cost of operation. 

Current reviews of the market by freight brokers derive 
some encouragement from the fact that the surplus of vessels 
is steadily diminishing and point out that only a moderate in- 
crease in demand would be sufficient to cause an advancing 
trend in freight rates. They admit, however, that nothing is 
yet in sight to indicate such an increase. It is commonly known 
that, in a declining commodity market, purchasers operate on 
a hand-to-mouth basis and refuse to cover their needs for the 
future. 

In the last week there has been a slight flurry of activity 
in the charter market, with a total of ten fixtures for grain 
from Montreal to Italy, with loading spread over several months, 
at 10144 to 11 cents a hundred pounds, against quotations as 
low as 9% cents the preceding week. This seems to have 
exhausted requirements for the present. Berth rates from 
Montreal to the Continent are being quoted at seven cents, 
which is out of the question for full cargoes. 

Dullness is still the prevailing note in coal, sugar, and time 
charter trades. 

The Pacific Coast-European Conference last week decided 
on the following transshipment rates, effective immediately, on 
canned goods from Pacific Coast ports to the points mentioned: 
Aden, $1.20 per hundred pounds; Alexandria, 88c; Basra, $1.25; 
Malta, 96c; Port Said, 88c; Port Sudan, $1; Gibraltar, 95c. 
These rates are lower than formerly and apply to all lines. 

Entry of the Dimon Steamship Company into the general 
cargo field in the eastbound intercoastal trade, starting the 
first week of July, is announced by John W. Chapman, vice 
presfdent and general manager of the company. The first sail- 
Ing under the new plan will be made by the steamer Pacific 
Hemlock, leaving Seattle July 6, San Francisco July 14, and 
Los Angeles July 16. She will be followed by the Pacific Pine, 
leaving Seattle July 21, San Francisco July 28 and Los Angeles 
July 30, and the Pacific Cedar, leaving Seattle August 4, San 
Francisco August 11 and Los Angeles August 13. 


Heretofore the company has confined its activities in the 
eastbound trade to lumber transportation exclusively. Under 
the new plan it will carry both lumber and general cargo, 
serving New York, Philadelphia, Baltimore and Norfolk as for- 
merly. The line will continue to quote nonconference rates 
and will maintain its present schedule of sailings, making addi- 
tions in the event of sufficient cargo being offered to warrant 
the employment of additional tonnage. 


FORD TO BUILD SHIPS? 


The Traffic World New York Bureau 


It is reported in shipbuilding circles that the Ford Motor 
Company is planning the construction of a fleet of from six to 
ten motorships of about 6,000 deadweight tons with a speed 
of sixteen knots, which would place them among the fastest 
cargo ships. 

The Ford company operates a fleet of six vessels, and the 
proposed building program may be the first step on the part 
of the automobile magnate to build up a big fleet with which 
to handle his own products, somewhat along the lines now 
followed by the United States Steel Corporation with its 
Isthmian Line fleet. 

The proposed building program, if carried out, would be 
a welcome one for American shipyards which, while enjoying 
a big revival as a result of the Jones-White act, are still able 
to handle additional orders, particularly cargo ships of which 
there has been comparatively few built in this country in recent 
years. 

The Ford company is one of the largest exporters in the 
United States and is finding ready employment for its present 
fleet in various trades, including the intercoastal and offshore. 
These ships, like those of other corporations, are used to move 
the owners’ products and, on the return home, lift general 
cargo, which often results in a profit on the operation. 





OCEAN MAIL CONTRACTS 


John Nicolson, formerly director of the bureau of traffic 
of the Shipping Board, who had to do with activities relating 
to ocean mail contracts under the Jones-White merchant marine 
act, has issued a pamphlet entitled “The Truth About the 
Postal Contracts Under Title IV Merchant Marine Act 1928.” 

Mr. Nicolson asserts that the subsidies under the Jones- 
White act as administered greatly exceed the handicap of 
American vessels in foreign trade and also greatly exceed the 
operating deficits of the standardized lines. Another conten- 
tion he advances is that a double subsidy is received by those 
lines that were purchased from the Shipping Board and then 
awarded an ocean mail contract because of the low prices at 
which the vessels were sold. 

“Unless there is a constructive remedy, a destructive one 
is to be feared—is to be expected,” says he. “The people of 
the United States will not long tolerate an ‘authorization’ of 
law under which such contracts as these can be made.” 

Bids for ocean mail service on the proposed route from 
Portland, Ore., via Yokohama and Kobe, Japan, and Shanghai, 
China to Manila, Philippine Islands were opened June 26 in 
the office of Assistant Postmaster-General W. Irving Glover. 
Two bids were received as follows: 


Admiral Oriental Line, Seattle—Vessels of class 


4—$5.45 per 
nautical mile. 
Additional vessels; class 2—$10; class 3—$8; class 5—$4. 
Pacific, Atlantic Navigation Company, Portland—Class 4—$6. 
ce vessels; class 4—$6; class 3—$8; class 2—$10; class 1 


The contractor will be required to operate new combination 
passenger and cargo vessels of Class 4, capable of maintaining 
a speed of 16 knots at sea and of a gross registered tonnage 
of not less than 10,000 tons. The contractor will be compelled 
to have three of the new vessels built and in operation within 
25 months from the date of the award of the contract, and two 
additional vessels within 31 months from this date. 

The contract runs for a period of 10 years, and 10 trips 
must be made during the first year of its existence and not 
less than 12 nor more than 18 trips a year during the remainder 
of the contract term. 
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OCEAN AGREEMENTS 


The following agreements filed in accordance with section 
15 of the shipping act of 1916 were approved by the Shipping 
Board June 24: 


Trans-Atlantic Passenger Traffic. The agreement is between 
carriers engaged in transportation of passengers between United 
States ports and the British Isles, Scandinavia and Finland, and 
covers third-class and tourist third cabin traffic only. The con- 
ference is to function through two groups composed respectively 
of lines engaged in passenger transportation between British and 
Irish ports and Atlantic ports of North America and between Scan- 
dinavian and Finish ports and all North American ports. Each group 
is to function independently of the other in respect to establishment 
of rates and adoption of rules and regulations to meet the require- 
ments of the particular trade. Action under the agreement is to 
be by unanimous vote of all the lines in respect to matters of gen- 
eral interest or of all lines of a group when dealing with matters 
of interest to that group only. Provision is made for admission of 
other lines and any member may withdraw upon six weeks’ written 
notice to the secretary, such withdrawal to release the other lines 
unless they elect to continue under the agreement. Disputes, com- 
plaints and claims arising under the agreement are to be adjusted 
by arbitration. Granting of free or reduced passages to press rep- 
resentatives, shippers, brokers or any other person for the purpose 
of obtaining other business or in recognition of advertisements is 
prohibited. 

Provision is made for granting free or reduced rate passage to 
agents, railroad officers, government officials, diplomatic and consular 
officers, etc. The granting of such free or reduced rates is subject 
to the general provision of the agreement that no action violative of 
any of the regulatory provisions of the shipping act, as amended, 
is to be taken under the agreement or the rules and regulations that 
may be adopted thereunder. 

Parties to this agreement are as follows: 

Anchor Line, Anchor Donaldson Line, Atlantic Transport Line, 
Canadian Pacific Steamships, Ltd., a Generale Transatlan- 
tique, Cunard Line, Hamburg American ne, Holland America Line, 
Norddeutscher Lloyd, Norwegian America Line, Red Star Line, Scan- 
dinavian American Line, Swedish American Line, United States 
Lines and White Star Line. 

Redwood Line, Inc., with Puget Sound Navigation Company: 
Through billing arrangement covering shipments from Gulf ports 
served by Redwood Line to Puget Sound ports, with transhipment 
at Seattle. Through rates are to be the combination of the current 
westbound rates of the Redwood Line, plus established arbitraries 
to various Puget Sound ports. Puget Sound Navigation Company’s 
proportion of the through rate is to be the full amount of the arbi- 
trary, out of which it is to absorb all of the cost of transhipment 
at Seattle except wharfage on the terminal of the Redwood Line, 
which is to be absorbed by the latter. 

Elder Dempster & Company, Ltd., and Barber Steamship Lines, 
Inc., with Panama Pacific Line: Arrangement covering through ship- 
ments from Pacific Coast ports to Canary Islands and West African 
ports, with transhipment at New York. Through rates are to be the 
combination of the applicable rates of the participating carriers plus 
cost of transhipment. 

American-West African Line, Inc., with Calmar Steamship Cor- 
poration: The terms and conditions of this agreement are identical, 
except as to parties, with Agreement No. 1261 between Elder Demps- 
ter & Company, Ltd., American-West African Line, Inc., and Panama 
Pacific Line. 

Trans-Pacific Freight Conference—The agreement provides for 
formation of conference to be known as Trans-Pacific Freight Con- 
ference for the purpose of establishing and stabilizing rates on lumber 
and logs, wheat, flour, lead and zine spelter, wood pulp, salt fish and 
such other commodities as later may be mutually agreed upon, trans- 
ported from or via ports of Washington and Oregon to Japan and 
China. Freight and other charges for transportation are to be 
assessed strictly in accordance with tariff adopted by the parties. 
Unjust discrimination, payment of rebates or refunds, or absorption of 
rail or coastal steamer rates or other charges at loading or discharg- 
ing ports is prohibited. No cargo is to be accepted at less than 
actual gross weight or measurement, and no payment of freight on 
eargo originating in the United States is to be received in currency 
other than that of the United States or its equivalent. Payment 
of brokerage in excess of 1% per cent on the amount of freight 
earned is also prohibited. Conference action under the agreement 
is to be by two-thirds vote of the parties to the agreement. 

Questions in respect to breaches of the agreement and damages 
resulting therefrom are to be submitted to arbitration, the amount of 
damages being liquidated at four times the amount of freight moneys 
or other compensation which the party committing the breach shall 
receive for transportation of the cargo involved, the maximum dam- 
ages for any one breach not to exceed $5,000. Each party is required 
to deposit with the conference the sum of $5,000 as a guarantee of 
payment of any award of arbitration. 

Any party to the agreement 7 be eliminated therefrom by 
agreement of two-thirds of the parties provided reasonable cause, 
therefor shall have been shown. Members may withdraw upon sixty 
days’ notice to the secretary and any person, firm or corporation 
may become a party to the agreement with the consent of two-thirds 
of the members by complying with its terms. The agreement is effec- 
tive until January 1, 1931, and if no notice of withdrawal has been 
served by any member on or before October 31, 1930, is to continue 
in effect until modification or cancellation. Parties to this agreement 
are as follows: 

Kawasaki Kisen Kabushiki Kaisha, Katsuda Steamship Company, 
Ltd., Kokusai Kisen Kaisha, Mitsui & Company, Ltd., Nisshin Kaiun 
Skokai, Ltd., The Ocean Transport Company, Ltd., Tatsuuma Steam- 
ship Company, Ltd., and Yamashita Shipping Company, be, and 
the same is hereby, approved, effective from date hereof. 


BILL OF LADING INDORSEMENTS 


A difficulty that had arisen in connection with the operation 
of the new tariff law was ironed out when the New York 
Merchants’ Association received word that, under instructions 
from Washington, the officials of the New York Custom House 
had abandoned their interpretation of the law which would 
have prevented their acceptance of bills of lading carrying more 
than one indorsement. 

Under the old tariff law there was no limitation on the 
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number of indorsements that might appear. As soon ag the 
new law had gone into effect importers were informed by the 
New York authorities that bills of lading must be limited there. 
after to one indorsement in order to be accepted as the Custom 
House. The ruling caused consternation to importers, banks, 
and others connected with the receipt of goods from abroad, 
since it is the frequent practice to sell goods in transit or to 
import goods consigned to banks and brokers who frequently 
reconsign them to other parties. 

A hurried meeting was called of representatives of banks, 
steamship conferences, railroads, the Freight Forwarders’ Asso- 
ciation and the Merchants’ Association. Protest to the loca] 
authorities proved unavailing. Thereupon Benjamin A. Levett, 
chairman of the Merchants’ Association’s committee on customs 
service, went to Washington and took the matter up with the 
legal division of the Treasury Department. The legal division 
informed Mr. Levett that the New York customs officials were 
probably incorrect in their interpretation of the law, and at 
once telephoned to the New York Custom House instructing 
it to restore the old rule for a ten-day period, while further con- 
sideration is given to the legal aspects. 


SHIPS TO BE SOLD AS SCRAP 


The Merchant Fleet Corporation was authorized, June 24, to 
advertise 18 idle ships for sale for scrapping. Bids are to be 
received at 12 o’clock noon, August 1, 1930, and sale will be 
made on the basis of the highest offers received either from 
citizens of the United States or aliens. Offers will be received 
on the basis of pledges to completly dismantle and scrap the 
ships and to citizens of the United States only on a basis of 
converting the vessels to barges. The vessels to be offered for 
sale are as follows: 

Amcross, 8,736 tons, Philadelphia, Pa.; Cabegon, 8,756 tons, 
Staten Island, N. Y.; Chester Kiwanis, 8,736 tons, Staten Island, 
N. Y.; Chicomico, 9,511 tons, Philadelphia; Deranof, 7,630 tons, 
Philadelphia; Intan, 8,756 tons, Staten Island; John Englis, 
8,747 tons, Philadelphia; Lycoming, 8,756 tons, Staten Island; 
Newburgh, 8,822 tons, Caldwell, N. Y.; Norumbega, 8,630 tons, 
Staten Island; Osaqumsick, 9,498 tons, Staten Island; Ossineke, 
8,550 tons, Staten Island; Portsmouth, 8,630 tons, Philadelphia; 
Wassaic, 8,474 tons, Staten Island; Western Cross, 8,752 tons, 
Caldwell, N. Y.; Western Pride, 8,842 tons, Philadelphia; 
Western Sea, 8,556 tons, Philadelphia, and Winyah, 8,756 tons, 
Staten Island, New York; total 157,138 tons. 





LUMP SUM AGREEMENTS 


The Shipping Board, June 24, authorized the Merchant Fleet 
Corporation to enter into new agreements with the managing 
operators of the Yankee and Oriole Lines on a lump sum basis. 
The Consolidated Navigation Company of Baltimore will con- 
tinue the operation of the Oriole Lines on the basis of a lump 
sum payment of $9,000 per voyage, the operator to assume all 
repairs up to $2,250 per voyage. Rogers and Webb of Boston 
will continue the operation of the Yankee Line on the basis of 
a lump sum payment of $1,300 per voyage, the operator to 
assume repairs up to $2,000 per voyage. 

In putting these new operating agreements into effect it 
is anticipated that substantial reductions in the cost of operating 
the lines will be effected. In this connection the loss to the 
Fleet Corporation in the operation of the Oriole Line during the 
first eleven months of 1930 amounted to about $1,300,000, an 
average loss of about $14,500 per voyage. Under the new 
arrangement the operator will curtail the annual number of 
voyages by about 25 per cent so that the total cost to the 
Fleet Corporation will amount to $675,000 besides what repair- 
ing expense the Corporation may be obliged to pay. In the 
case of the Yankee Line it is anticipated that the annual cost 
of operation to the Fleet Corporation will be reduced from 
about $700,000 to $312,000 plus the cost of necessary repairs. 
Thus under the two agreements today authorized by the Board 
nearly a million dollars’ reduction in opereating costs is pos- 
sible. 


LOAN FOR SHIPS 


Bids submitted to the Eastern Steamship Company for the 
construction of two combination passenger and cargo vessels 
indicate that the vessels can be built at a cost of about $3,200,000 
each, according to the Shipping Board. The Eastern Steamship 
Company has made application to the board for a construction 
loan on the basis of the bids received, and, in accordance with 
the board’s policy of requiring the presentation of bids from at 
least five shipyards, has accompanied its application with state- 
mgnts of six offers received. Of the six offers presented the 
lowest comes from the Newport News Shipbuilding and Drydock 
Company, Newport News, Va., which would build the two vessels 
for $6,429,000. 
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June 28, 1930 


RIVER AND HARBOR ACT 


The Trafic WorlaWashington Bureau 


Congress this week quickly disposed of the river and 
harbor authorization bill, the House agreeing to the Senate 
amendments that, according to estimates, added around $28,- 
000,000 to the authorizations originally approved by the House, 
bringing the total in the revised bill to around $144,000,000. 

Chairman Dempsey, of the House committee on rivers and 
harbors, said the largest variations in amounts were: Upper 
Mississippi River, House bill authorized $3,058,000, and Senate 
amendment, $7,500,000; Missouri River between Kansas City 
and Sioux City, House bill authorized $4,800,000, and Senate 
amendment, $15,000,000; and Tennessee River, House Dill 
authorized $3,500,000, and Senate amendment $5,000,000. 


The total estimated cost of completing the upper Mississippi 
project—that of making a 9-foot instead of a 6-foot channel— 
said Chairman Dempsey, was $98,000,000. 

“It is to be borne in mind, however, that an expenditure 
of only $7,500,000 is authorized, and that it will be many years 
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before the project will be completed, and that the expenditure 
will be spread over this long period,” said he. 

Chairman Dempsey said the second large authorization was 
that of the Tennessee River, involving $75,000,000, for which 
$5,000,000 was authorized by the bill. 

The authorization act provides for federalization of the 
Erie and Oswego canals of New York and the Illinois waterway 
in Illinois, the latter as a link in the Lakes-to-Gulf waterway. 
As to the New York canals the government is authorized to 
accept them as gifts from the state of New York. 

President Hoover has taken the position that, notwithstand- 
ing that the bill authorized more than $100,000,000 for approved 
projects, the government would keep its annual expenditures on 
such work down to around $60,000,000. 

Just before the bill was approved in the Senate, Senator 
Vandenberg ,of Michigan, criticized it as containing authoriza- 
tions “beond all rational limits.” He said that the bill provided 
for work that would cost $340,000,000 before it was completed 
and that in addition it authorized surveys on more than two 
hundred other projects. 


“We are a rich nation,” said he. “But even a rich nation 
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THE TRANSPORTATION PROBLEM—THE PICTORIAL STORY OF THE RAILWAY MONOPOLY—A SCENE ON A WESTERN 
CANAL AND RAILWAY—Sketched by J. Becker 


The above illustration, with the inscription underneath it, 
is taken from Leslie’s Weekly, October 11, 1873, showing that 
transportation discussion, in some of its phases, was not en- 
tirely different, fifty-six years ago, from what it is today. In 
the issue containing the illustration, the editor of Leslie’s, under 
the heading, “Transportation Problem—The Railway Monopoly,” 
comments as follows: 


In an editorial article of a week or two ago we showed the great 
disparity between the facilities for railway transportation and those 
for canal transportation. This week we tell the same story in picture; 
and herein is the proper argument of illustrated journalism. Our 
artist has succeeded in showing us how slow the canal is, and how 
fast the railway. While the latter appears rich in all the means for 
speed, capacity and safety, the former appears poor. By the time 
that the near-by canal boat reaches the bridge, the train will be a 
mile away toward the distant market. The railways succeeded the 


canals because the latter were and still are inadequate to the demands 
of transportation. The small, slow boat, with its slow captain, and 
its limited capacity, is drawn by a lame horse or a sluggish mule. 
The whole system of canal transportation is a type of the olden times. 
The railway system opposes and conquers it, and becomes a monopoly. 
The locomotive dashes across its bridges, defiantly throwing smoke 
into its eyes. The interminable train of cars is a mockery of the 
little hold of the canal scow. The far-off market may be reached in 
a day with a train-load of grain equal in quantity to all that a line 
of canal-boats can carry in months. Where the canal-boat was once 
a wonder it is now a disgrace; where it was once a pride it is now 
a mockery. 

Yet the problem of transportation lies in the yellow mud of the 
canals. No one has ever obtained the reward offered for an invention 
that will propel canal-boats without causing commotion of the waters 
sufficient to destroy the canal-banks. Only a few sensible but unheard 
men have proposed to widen the canals and to make their banks so 
strong that a propeller’s swells cannot greatly injure them. The 
problem to solve is: How shall canal capacity equal railway capacity? 
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must cut its garment to fit its cloth, though the cloth be cloth 
of gold.” 

Putting in a word for the bill, Senator Brookhart, of Iowa, 
said he had reached the conclusion that railroad lobbies had 
prevented adequate appropriations to finish projects. He said 
the bill should not be called a “pork barrel” bill. 


OPERATION OF BOARD VESSELS 


Increasing use of the so-called “lump sum” agreement as 
the basis of compensation for operators of Shipping Board ves- 
sels is to be made by the board and Fleet Corporation, accord- 
ing to E. C. Plummer, vice-chairman of the board. Under this 
agreement the operator is paid a lump sum determined by the 
board in the light of past experience in the operation of the 
line in question. It is contended that, under the agreement, the 
operator is placed on his “own” to as great an extent as is 
possible under government ownership of the vessels, in that 
the operator’s losses or profits are up to him to a much greater 
degree than under the commission basis of payment. The op- 
erator shares in the losses incurred, if any, above the lump sum 
allotted. If the lump sum covers the cost of operation, he 
makes all above such cost. 


CALIFORNIA-AUSTRALIA LINE 

The new motorship Mirrabooka, of the California-Australia 
Line, will include Auckland, Wellington and Bluff, New Zealand, 
in the itinerary of her next voyage, according to announcement 
by the General Steamship Corporation, Ltd., Pacific coast agents. 
She is due to sail from Los Angeles July 9 and from San Fran- 
cisco July 12. Her Australian ports of call will be Sydney and 
Melbourne. 

The sister ships, Mirrabooka and Parrakoola, are now regu- 
larly engaged with the Tisnaren and Bullaren in a new service 
operated by the Transatlantic Steamship Company, Ltd., around 
the world over a new route. After leaving Pacific coast ports 
they sail to the antipodes, thence through the Indian Ocean, 
the Red Sea and the Mediterranean to Europe, returning to the 
coast via the Panama Canal. The vessels have a speed of 16 
knots and provide accommodations for a limited number of 


passengers. 


STEAMSHIP CONFERENCE MEETING 

A joint meeting of the Atlantic-Far East and Pacific West- 
bound steamship conferences was concluded, after a ten-day 
session, at the Drake Hotel, Chicago, June 24. Approximately 
20 representatives of the member lines were in attendance. 
Matters discussed were of a routine nature, according to those 
present, such meetings being held periodically to take care of 
details of rate adjustments and other matters that inevitably 
present themselves. No comment was forthcoming as to any 
of the probtems dealt with, or the state of the shipping industry. 


JAPANESE LINES REDUCE RATES 


Rates on cargoes moving to certain foreign ports and es- 
pecially to Chine have been reduced by leading Japanese steam- 
ship lines, according to a report from the Tokyo office of the 
Department of Commerce. 

The government railways have announced a reduction of 
20 per cent on a selected list of export goods, and it is under- 
stood that the banks will extend more favorable discount rates 
on certain export bills. 

These methods of assistance to manufacturers and exporters 
have largely been the result of governmental requests. 


PANAMA CANAL TANKER TRAFFIC 
(The Panama Canal Record) 


During the month of May, 1930, 92 tank ships transited the 
canal with an aggregate net tonnage, Panama Canal measure- 
ment, of 508,917, on which tolls of $445,747.89 were paid. Cargo 
amounted to 456,102 tons, which included 442,700 tons of min- 
eral oil and 13,402 tons of cocoanut oil. In point of net tonnage, 
tanker traffic decreased 5.5 per cent under the same traffic for 
the corresponding month a year ago, and cargo tonnage de- 
creased 3.6 per cent. 

Tanker traffic comprised 19.2 per cent of the total com- 
mercial transits through the canal during the month; made up 
21 per cent of the total Panama Canal net tonnage; were the 
source of 20.6 per cent of the tolls collected; and carried 20.2 
per cent of the total cargo in transit through the canal. 


PANAMA CANAL TRAFFIC 
In May, 479 commercial vessels transited the Panama Canal 
and paid tolls aggregating $2,162,898.60, according to the Panama 


Canal Record. 
For the first eleven months of the fiscal year 1930 the num- 


ber of commercial] transits was 5,707, and the tolls, $24,975,895.48, 
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as compared with 5,910 transits and tolls of $24,999,570.94 for 
the same period of the fiscal year 1929. 


REDWOOD NEW ORLEANS BERTH 


The Redwood Line announces a change in its New Orleans 
harbor berth from Robin street to Galvez street, sections 16 to 
38-A, effective July 1. The new location at Galvez street 
wharf on the Industrial Canal is modern in every respect, with 
solid floor, of all-steel construction and fully covered, according 
to the announcement. 


COMMERCE IN JU. S. VESSELS 


American vessels in the four months ended with April, by 
value, carried 33.6 per cent of the general imports and 36.6 per 
cent of the domestic exports of the United States in water-borne 
foreign commerce, as compared with 32.8 and 34.5, respectively, 
in the corresponding period of 1929, according to the monthly 
summary of foreign commerce issued by the Department of 
Commerce. For April the percentages were 34.6 for imports 
and 36.4 for exports as compared with 32.6 and 35.9, respec- 
tively, in April, 1929. 


N. Y. UNION FREIGHT TERMINAL 

Governor Roosevelt, of New York, has given his official 
indorsement to the plans for the proposed union railroad freight 
terminal on the lower west side of Manhattan, it is announced 
by Commissioner Howard S. Cullman, chairman of the freight 
terminal committee of the Port of New York Authority, under 
the jurisdiction of which the terminal will be constructed. 

In a letter to Commissioner Cullman, the governor con- 
gratulated the Port Authority on the consummation of pre- 
liminary plans, “involving technique of engineering, of traffic 
control, railroad operation, which the average layman does not 
appreciate.” 

“You, yourselves, of course, are aware of the fact that the 
statutory comprehensive plan,” the governor wrote, ‘was de- 
signed to achieve economies in the operation of transportation 
facilities within any part of that district. Those who have 
criticized you in the past for not making more rapid progress 
I am sure did not appreciate the obstacles that there were in 
the way. 

“As the governor of the state is a sort of ex-officio member 
of the commission, I feel that you should know that your efforts 
have my cordial indorsement.” 

The terminal is to be erected on the block between Eighth 
and Ninth avenues and Fifteenth and Sixteenth streets. 


PORT COVINGTON TERMINAL 


Robert A. Olsen, special representative, traffic department, 
Western Maryland Railway, has sailed on a trip to Scandinavian 
countries in behalf of his road and the further development of 
its new $8,500,000 tidewater terminal at Baltimore. The steamer 
“Vasaholm” has just completed discharging a cargo of woodpulp 
at this new Port Covington terminal. The War Department has 
now completed the widening of the 35-foot channel leading to 
this terminal from 150 to 400 feet, to accommodate the increas- 
ing commerce. ; 


COAL AND ORE DOCKS AT PRESQUE ISLE 


The Chesapeake & Ohio announce that July 15 it will place 
in service new and modern coal and ore docks at Presque Isle, 
at the mouth of the Maumee River, Toledo, O. The new facili- 
ties, according to the announcement, will give to shippers the 
fastest service available, will make possible docking and un- 
docking vessels without aid of tugs, and will eliminate a six- 
mile river movement. 


ALASKA RAILROAD INVESTIGATION 


An investigation of the Alaska Railroad by a special select 
committee of three senators has been proposed by Senator 
Howell, of Nebraska, in S. Res. 298. The committee would in- 
vestigate the operations, economic situation, and prospects of the 
Alaska Railroad and report to Congress, together with recom- 
mendations for legislation, the results of such investigation. 
The expenses of the committee, under the resolution, could not 
exceed $5,000. The committee would be authorized to sit in the 
continental United States and also in Alaska. The resolution 
was referred to the committee on expenses of the Senate. 


NUMBER OF RAIL EMPLOYES 
The number of Class I railroad employes the middle of 
April was 1,572,567, according to statistics compiled from cal- 
rier reports by the Bureau of Statistics of the Commission. 
This was a decrease of 5.59 per cent as compared with April, 
1929, and a decrease of 5.19 per cent as compared with April, 
1928. 
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Motor Vehicle Transportation 





BUS REGULATION BILL 
The Trafic World Washington Bureau 


On motion of Senator Couzens, chairman of the Senate 
interstate commerce committee, the Senate this week made 
the Parker-Couzens bus regulation bill (H. R. 10288) the 
unfinished business of the Senate. This action placed the 
measure definitely before the Senate for consideration at this 
session. 

Debate on the bill was begun in the Senate on the afternoon 
of June 24, after Senator Dill, of Washington, who would cut 
the “heart” out of the measure by eliminating the requirement 
for certificates of public convenience and necessity, had de- 
manded that the bill be read. 

Senator Couzens, chairman of the Senate interstate com- 
merce committee, had asked unanimous consent that the formal 
reading of the bill be dispensed with. 

If the bill was really to protect the highways, said Senator 
Dill, it ought to protect the highways as to the freight as well 
as the passenger business. He hastened to add he was not 
advocating that that be done, “but I am calling attention to 
the fact that this is a bill primarily in the interest of the rail- 
roads that own the bus lines that parallel them, and in the 
interest of the bus owners that now have established routes 
and do not want anyone else to be able to come in and interfere 
with them.” 

“No one is particularly denying that, except to state the 
fact that this traffic has reached such a point that it seems 
necessary to establish some rules and regulations to govern it, 
even though the bus lines are operated by the railroads, or are 
already intrenched in the business,” said Senator Couzens. 

“And because it is desirable to have some rules and regu- 
lations this bill is proposed, which gives to the existing bus 
line Operators a monopoly of the situation,” said Senator Dill. 
“It is to that that I object; and that is the part of the bill that 
is against the interests of the American public.” 

Senator Couzens, however, asserted that under the provisions 
of the bill providing for competitive lines, the bill did not create 
a monopoly. 

Senator George, of Georgia, said what he was unable to 
understand was why anybody should receive a privilege over 
a public highway that every other person who met the same 
qualifications could not exercise. He asked on what possible 
theory that could be justified. 

Senator Dill said his colleague had put his finger directly 
upon the indefensible part of the certificate-of-necessity provi- 
sion. 

Senator Barkley, of Kentucky, defending the provision, said 
he contended that the public highways were not built and 
dedicated in the first place for common carriers—that the pub- 
lic highways were constructed for all the people. 

“My contention,” said he, “is that the public highways thus 
dedicated and constructed should not be used for hire except 
to the extent to which it is necessary that they be used for 
that purpose.” 


Notwithstanding emphatic protest by Chairman Couzens, the 
Senate, by a vote of 30 to 27, June 25, agreed to a motion offered 
by Senator Jones, of Washington, that the Senate proceed to 
the consideration of the second deficiency appropriation bill, 
thus displacing temporarily the bus bill. 


“In view of threats of a filibuster and attempts to defeat 
the bus bill, and knowing the public importance of it,’ said 
Senator Couzens, “I feel justified in insisting that the bus bill 
Temain before the Senate until it is disposed of.” 


The deficiency bill, declared the senator, had no right of 
way and was of no more importance than the regulation of 
busses in interstate commerce. It was contended, on the other 
hand, however, that appropriation bills, under the practice in 
the Senate, did take precedence over other measures, and that 
the bus bill could be taken up again before adjournment. 

Senator Couzens feared that if the bus bill were displaced 
and the deficiency bill were passed the Senate would adjourn 
and the bus bill would be hanging in the air. 

“It is more important that the busses operating in inter- 
State commerce be adequately regulated than it is that we pass 
a few appropriation bills,” said he. 

Using appropriation bills to prevent other bills being passed 
had been resorted to before in the Senate, according to Chair- 
Man Couzens. 


“The purpose of it is very apparent,” said he, referring to 
the proposed displacement of the bus bill. “There is no sin- 
cerity in the desire to have this done. It is done for the pur- 
pose of hastening on adjournment. It is also done for the 
purpose of killing this bill. There are certain groups in the 
Senate who want to prevent a vote upon the bus bill. They 
have boasted that they intend to prevent a vote upon it. I 
do not propose, if I can, to permit a deficiency bill or any other 
bill to be taken up when it it is deliberately stated that these 
motions are for the purpose of preventing the passage of the 
bus bill at this session of Congress. . Everyone knows 
that by the time we pass the deficiency bill the veterans’ bill 
will be back here for consideration; and when that bill is out 
of the way no one will want to stay. Everybody will vote for 
adjournment, because they will think that the probabilities 
of passing the bus bill are slim. 

“Senators are here protesting against the provisions of the 
bill and stating that it creates monopolies in motor-bus trans- 
portation. The failure to pass this legislation is in the interest 
of the railroads. Those who are opposing this legislation are 
those who are standing for the interest of the railroads. They 
are backing up the railroads in securing monopolies of motor 
transportation all over the United States. Because of their 
wealth and their power and their influence, they are able to 
buy up all of the bus lines if they choose, or to start their own 
bus lines, by their competition, drive out the weaker and less 
competent lines that are now operating. The real purpose of 
the defeat of this bill is in the interest of the railroads.” 

Senator Dill understood that the railroads wanted the bill 
passed. Senator Couzens said that was not true since the bill 
came from the Senate interstate commerce committee and that 
“nearly every railroad is opposing the bill.” 

Senator Pittman, who argued for the motion to displace 
the bus bill, said he was not included “in the number of those 
attempting to filibuster with regard to the bus bill.” He said 
he understood that the House would not accept the Senate 
committee provisions intended to prevent monopolization of 
the busses by railroads. Senator Couzens replied he could not 
help what the President or the House did but that he consid- 
ered it his duty to do the best he could in the Senate to obtain 
passage of adequate and proper regulation for motor busses in 
interstate commerce. 

Senator Couzens said both railroads and bus operators, 
who would have accepted the bill as it passed the House, were 
opposed to provisions in the bill as reported by the Senate 
committee. 

Senator Dill contended, however, that railroads and bus 
operators wanted the bill passed, knowing that the objection- 
able provisions would be taken out in conference between the 
House and Senate. 

Senator Couzens said the Senate should vote on the bus 
bill, regardless of what might be the outcome of the confer- 
ence, and that then the Senate could pass on the conference 
report. 

Just before the vote to displace the bus bill was taken, 
Senator Couzens asked unanimous consent that the bus bill be 
voted on at 3 p. m., June 30. Senator Dill objected and that 
was the end of that. 


INTER-CONTINENTAL HIGHWAY 


To cooperate with the governments of the Central American 
countries in making preliminary surveys to determine the most 
desirable route for an inter-American highway, the Bureau of 
Public Roads has opened a field office in Panama City, the 
Department of Agriculture has announced. E. W. James, chief 
of the division of highway transport of the bureau, will be in 
charge of organizing the work. Thomas A. Forbes and D. 
Tucker Brown, senior highway engineers, and Marcel J. Bus- 
sard, assistant highway engineer, will constitute the bureau 
force of the Panama City field office. 

Congress authorized this cooperative effort and appropriated 
$50,000. The Inter-American Highway Congress in October, 
1929—held at the invitation of the republic of Panama in 
Panama City to discuss the road problems that each country 
would have to solve to make possible a connecting road— 


-asked the Pan American Union to appoint an inter-American 


highway commission of from three to eight members from the 
participating countries to carry on the work of planning and 
constructing such a trunk line. Delegates from each of the 
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Central American republics and from the United States attended 
the congress. 

The Bureau of Public Roads will cooperate with the com- 
mission, the department explains, and will assist in making 
surveys only as the several countries request such help. Five 
of them, Costa Rica, Nicaragua, Guatemala, Salvador and Pan- 
ama, have requested assistance or indicated their adherence to 
the plan. Guatemala, Costa Rica and Panama have asked 
for assistance. Mexico has already planned a route from the 
Rio Grande at Laredo, Tex., to the Guatemalan frontier at 
Suchiate, which will be constructed as rapidly as funds permit, 
and will cooperate to the degree that the interests of the country 
dictate. 

The first practical advance toward highway communication 
between the Americas developed seven years ago at the Fifth 
International Conference of American States at Santiago, Chile, 
in 1923, when the conference adopted a resolution suggesting 
the desirability of a Pan American motor highway congress 
and a conference on automobile highways to be called by the 
Pan American Union “to study measures best adapted to de- 
veloping an efficient program for construction of automobile 
highways within the different countries of America and between 
these different countries.” 


AIR MAIL TO §. A. 


Changes in schedules and extensions of service on certain 
air mail routes to Central and South America which, it is be- 
lieved, will result in better service and cover territory not at 
present benefited, and which will become effective July 1, have 
been announced by W. Irving Glover, Assistant Postmaster- 
General, in charge of air mail service. 

The frequency of the service on the route from Cristobal, 
Canal Zone, to Santiago, Chile, and Montevideo, Uruguay, will 
be increased to two trips a week. 

The route from Brownsville, Tex., to Mexico City and San 
Lorenzo, Honduras, will be curtailed to end at San Salvador, 
omitting San Lorenzo. 

On the route from Miami, Fla., to San Juan, Porto Rico, and 
Port of Spain, Trinidad, service of three times a week will 
be added on that part of the route between Miami and San Juan 
and from Miami by way of Camaguey, Cuba, Porto Prince and 
Santo Domingo, to San Juan, Porto Rico, with increased service 
from August 1, 1930, from Camaguey to Kingston, Jamaica, and 
return twice a week. 

On the route from Miami to Cristobal there will be increased 
direct service from Miami, by way of Havana and Puerto Co- 
bezas, Nicaragua, to Cristobal and return from one round trip 
a week to two round trips each week. 


In the opinion of Mr. Glover, the recent non-stop flight 
from New York to Mexico City of Colonel Roberto Fierro, the 
intrepid Mexican aviator, will do much to cement the ties and 
create new friendships between countries of North, Central 
and South America. 

“Flights such as made by Colonel Fierro,” declared Mr. 
Glover, “are worth while, and I understand they are to increase 
in number. Other flights of a similar character are to be un- 
dertaken by air men from South American countries. It is 
believed that before long Colonel Lindbergh will again take 
to his wings and make one of his memorable good will flights 
to some of the Republics to the South of us.” 

Mr. Glover pointed with particular pride to the phenomenal 
growth of the air mail business on three of the Central and 
South American routes. The greatest increase was on the 
route from Miami, to the Canal Zone and Puerto Cabello, Ven- 
ezuela. On this route air mail poundage increased over 83 per 
cent embracing the period from January to May, 1930. On the 
long route between Cristobal to Montevideo, Uruguay, for the 
same period the rate of increase was 61 per cent. The third 
largest increase was on the route from Miami to San Juan and 
Paramaribo, Dutch Guiana, which showed an increase of 20 
per cent. 

“The notable increase of 61 per cent on the route from 
Cristobal to Montevideo,” said Mr. Glover, “is accounted for by 
the great saving in time through the use of the air mail by 
bankers and commercial men who realize the importance of 
this service. Its continued growth is expected to be even 
greater than the percentages shown at this time.” 

Mr. Glover stated that the Postmaster General was ex- 
pected to announce within a short time the inauguration of 
air mail service on the east coast of South America from 
Paramaribo to Sao Paulo, Brazil. 

“With this development of the air mail in Central and 
South American countries,’ Mr. Glover declared, “the passen- 
ger service will go hand in hand with such increase. Lines 
already operating in the countries to the south of us are re- 
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porting great increases in their passenger carrying business, 
This is especially true of those business men who appreciate 
the saving in time from their home offices to the commercia] 
markets. This method of travel has not only been found a 
saving in time but a saving in money as Well.” 

Mr. Glover further predicted that within the next year 
tourist-passenger travel by air to Central and South America 
— develop to an extent greater than any of our domestic 
ines. 

“The American tourist,” he pointed out, “is always looking 
for new fields to conquer and the many untold beauties of 
South and Central America present opportunities to the Amer- 
ican traveler of which he will take advantage and which is 
bound to result in increased passenger business to these lines.” 


FOREIGN TRADE BY AIRPLANE 


An indication of the growing importance of the airplane as 
carrier of commodities in foreign trade is seen in the record 
value of goods imported and exported through Le Bourget air- 
port at Paris in the past year, according to a French press 
report received in the aeronautics trade division, Department 
of Commerce. 

In 1929 imports at Le Bourget totaled 73,326 packages and 
large quantities of gold, with a value of 3,483,271,350 francs 
(approximately $140,000,000) and exports, 128,681 packages val- 
ued at 340,182,000 francs (approximately $13,500,000), as com- 
pared with imports of 56,050 packages valued at 210,750,000 
frants (approximately $8,430,000) and exports of 115,662 pack- 
ages with a value of 299,000,000 francs (approximately $11,960,- 
000) in 1928. 

For the last nine years, each successive year has shown 
an increase in this trade by air. The increase in value of 
shipments has been more or less parallel with the increase in 
volume. 

In the figure showing the value of imports in 1929, the im- 
ports of gold are included. 

From England, France receives at Le Bourget shipments 
consisting of dogs, gold and platinum, cotton and woolen cloth, 
men’s wearing apparel, cords, racquets, etc.; from Belgium, 
laces, embroideries, lingerie and furs and from the Netherlands, 
fresh cut flowers, paintings, tungsten filament and strings for 
musical instruments and racquets. Germany sends, among other 
things, electric apparatus, surgical dressings, scientific appa- 
ratus of measure and control, imitation jewelry, hides and 
Morocco leather goods. Austria and Czechoslovakia also send 
Morocco leather goods, skins, imitation jewelry and small glass- 
ware. 





CONTINENTAL AIR UNION LINES 


The number of passengers carried on the Air Union Lines, 
operating from Paris to London; Paris to Lyon and Marseilles; 
Lyon to Geneva, and from Marseilles to Ajaccio and Tunis, 
Algeria, increased from 11,889 in 1928 to 17,069 in 1929, accord- 
ing to a report from Trade Commissioner H. C.. Schuette, Paris, 
to the Department of Commerce. In 1929, the Paris-London 
service alone carried 10,774 passengers. 

The total number of miles flown by the planes of the 
company in 1929 was 1,116,836 as compared with 811,292 in 
1928. About half the entire distance flown by these planes was 
covered on the Paris-London route. The amount of express 
transported increased more than 100 per cent last year, 428,945 
kilograms in 1928 and 949,917 kilograms in 1929, of which almost 
90 per cent was carried on the Paris-London line. The amount 
of mail carried in 1929 was 13,251 kilograms. The Paris-London 
line handled a little over a fourth of the volume of mail carried. 


AVIATION PRODUCTION 


Aircraft and engine production and sales statistics for the 
first quarter of 1930 announced by the Aeronautical Chamber 
of Commerce of America, Inc., indicated that the sales of Amer- 
ica’s major manufacturers were keeping pace with production 
at the end of the three-month period. 

Seventy-eight major aircraft manufacturers reporting to the 
chamber produced 630 commercial and military planes the first 
quarter of 1930, representing a total value, less motors, of 
$4,569,713.36. Of the total production, 501 units were designed 
for the commercial market, representing a total value, less 
motors, at the factory of $3,187,423.09. 

The commercial planes produced represented nearly 80 
per cent of the total production, while the value of these com- 
mercial planes was 69 per cent of the total value of all planes 
produced. 

Sales figures submitted by these manufacturers show the 
total sale of both military and commercial airplanes to be 584 
units, with a value, less motors, of $4,150,219.27. The manufac- 
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(UP TO DATE OF GOING TO PRESS) 


OR six successive weeks west- 

ern shippers have watched Man 
O’ War pull out of the Chicago 
stockyards with its cargo of live 
stock. And during this period east- 
ern consignees have checked in their 
shipments on time to the minute. 


In addition to knowing that his 
stock will reach its destination as 
scheduled, the shipper is assured of 
the most careful handling of his 
four-footed thoroughbreds. 


Every carload is emptied and fed 


at the giant yards in Pittsburgh and 


throughout the warmer months the 
animals are provided with showers 
at the different stops on the way east. 


Records such as this of Man O’ 
War have won the confidence of 
Industrial Traffic Managers every- 
where. Accurate schedules, on time 
arrival, a complete system of pass- 
ing reports... these are offered by 
the Pennsylvania’s ‘‘Limiteds of 
the Freight Service.”’ 


For further information please 
write or phone your local Pennsyl- 
vania agent. 





record 


SIX ON TIME LEADERS 


Here are six of the Pennsylvania’s fa- 
mous ‘‘Limiteds of the Freight Service’’ 
THE THOROUGHBRED 
Live Stock 


Indianapolis to Pittsburgh and 
Seaboard Cities 


THE RENOWN 
Perishable— Merchandise 
Louisville to Chicago 


THE PEERLESS 


Merchandise 
Pittsburgh to Chicago 


LIGHTFOOT 
Perishable Freight 
Columbus to Chicago 


THE DIXIE 
Merchandise 
Toledo to Columbus and Cincinnati 


SPARK PLUG 
Live Stock— Perishable 


Cincinnati to Pittsburgh and 
Seaboard Cities 





PENNSYLVANIA RAILROAD 


Carries more passengers, hauls more freight than any other railroad in America 
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turers’ commercial market absorbed 409 units, or 70 per cent of 
the total reported sales, representing a value, less motors, of 
$2,356,241.50. 

Twenty-two aircraft engine manufacturers report a total 
of 900 engines produced in the first quarter of 1930, for both 
military and commercial purposes. The value of the 900 engines 
totaled $4,063,102. Of the total production, 514 engines, or 57.1 
per cent, were produced for the commercial market. These 514 
engines were valued at $1,919,260. 

Engine sales in the same period show a total ot 916 military 
and commercial types, with a value of $4,241,994.29. The sale 
of 452 engines, with a value of $1,720,960.50 to commercial com- 
panies was reported. This is 87.9 per cent of commercial pro- 
duction. 


CONTRACTS FOR AIRPLANE ENGINES 


Contracts for 876 new airplane engines, involving an outlay 
of $5,336,559.59, from funds available under the appropriations 
for the army air corps for the fiscal year 1930 and from funds 
made available by the appropriation bill for the fiscal year 1931, 
have been approved by F. Trubee Davison, Assistant Secretary 
of War for Aeronautics. 

The above expenditure covers a contract for $3,802,763.32, 
awarded to the Pratt & Whitney Aircraft Comnapy, of Hart- 
ford, Conn., a subsidiary of the United Aircraft and Transport 
Corporation, for 684 “Wasp” 450 horsepower engines and spare 
parts, and one for $1,533,796.27 to the Curtiss Aeroplane and 
Motor Company, a subsidiary of the Curtiss-Wright Corporation, 
covering 40 model D-12-E, 420 horsepower engines and spare 
parts, and 152 model V-1570, 600 horsepower engines and spare 
parts. Included in the contract for the V-1570 engines are some 
geared and supercharged types. 

The above 876 engines are being procured for installation 
in the 402 new airplanes, for which contracts were recently 
awarded in a sum totaling $5,963,419.38 to the Douglas Aircraft 
Company, the Boeing Airplane Company, the Thomas-Morse 
Aircraft Corporation and the Sikorsky Aviation Corporation, 


said contracts covering 146 BT-2B Basic Training, 131 P-120. 


Pursuit, 71 O-19C Observation, 44 O-38 Observation, and 10 
Sikorsky Amphibian types. The new engines are also to be 
used in other service or experimental types of planes now under 
contract or under consideration for future procurement. 


INTERCOASTAL REGULATION 


Editor The Traffic World: 

The writer observes in your issue of May 10, page 1268, a 
quotation from The Traffic Manager, published by the Port- 
land, Oregon, Industrial Traffic Club. 

This is a very good article in support of the regulation of 
common carriers operating interstate by motor trucks. The 
writer observes, however, that no mention is made of another 
unregulated method of transportation—namely, the ocean 
carrier operating through the Panama Canal between the two 
coasts 

It seems to the writer that this same argument should apply 
to the common carrier by water through the canal and the 
writer is wondering whether this form of competition was 
omitted through oversight, or are the views of the writer of 
the article different with respect to the inter-coastal water lines 
as competitors of the railroads from those with respect to the 
motor trucks? The writer is not unmindful of the fact that 
Portland, Oregon, is a city on the Pacific coast receiving the 
benefits of the unregulated water rates. 

J. Egan, 
John H. Graham & Co., Inc. 

New York, N. Y., June 19, 1930. 


THE NEW BILL OF LADING 


Editor The Traffic World: 

May we submit our opinion in the matter of the new bill 
of lading? We read with interest the remarks of Mr. J. E. 
Zabel of the United States Glass Company in the June 14 
issue of The Traffic World, likewise those of Mr. P. W. Coyle, 
traffic commissioner of the St. Louis Chamber of Commerce, 
started, we believe, by Mr. Murawsky’s letter in the May 31 
issue. 

We find ourselves in this position: Our factories’ bills of 
lading supply will run out in about three weeks. Orders were 
placed two months ago for a new type of bill of lading to be 
used in automatic machines and we are now holding the order 
for running these new bills until the Commission decides just 
exactly what is what on the new form. 

We agree with Mr. Murawsky, as well as with Mr. Zabel 
and Mr. Coyle, that shippers should be permitted to use the 
old bills of lading, either stamped or unstamped, until such time 
as the bill of lading situation is cleared up. 
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In line with Mr. Murawsky’s recommendation, a rubber 
stamp worded as follows, we think, would clear up the situation: 
“Receipted such to bill of lading terms and conditions now in 
effect.” After all, as Mr. Coyle says, the carriers must accept 
merchandise when tendered for shipment and they are naturally 
carried on the terms of the bill of lading contract at time of 
acceptance for shipment. 

We do not believe that a great fuss is needed, as shippers 
are being put to great expense. We are willing to cooperate 
with the Commission and the carriers and a rubber stamp should 
be put up to use our present supply of bills of lading. This 
is only fair. 

H. J. Wolfson, Traffic Manager, 
A. Robineau Furniture Company. 
Chicago, June 24, 1930. 
Editor The Traffic World: 

We have been quite interested in the letters you have 
published regarding the new bills of lading and the advisability 
of using a rubber stamp on all old forms. 

A number of years ago we had embodied on the face of 
our ladings the following clause which we thought would take 
care of any change in the future and on which we would like 
to get the opinion of other shippers: 


This bill of lading is printed to conform with all the rules and 
regulations of the standard bill of lading, approved by the Interstate 
Commerce Commission and amendments thereto at the time shipments 
move hereunder, but in case any changes in the form or conditions 
of the same, this bill of lading automatically readjusts itself to cover. 


While this clause is not prescribed by the Commission as 
part of the form, we have received no complaints from the car- 
riers as to its use on future ladings. 

Manchester Biscuit Company, 
E. L. Wessman, Traffic Manager. 
Sioux Falls, S. D., June 24, 1930. 


TELEPHONE COMPANY EARNINGS 

Large telephone companies reporting to the Commission 
had aggregate operating income of $91,193,607 for the four 
months ended with April, a decrease of $1,484,516, as compared 
with the income for the same period of 1929, and of $23,807,337 
for April, an increase of $1,154,439 as compared with April, 
1929, according to compilations made by the Bureau of Statis- 
tics of the Commission from reports of 105 companies each with 
annual operating revenues above $250,000. At the end of April 
there were 17,071,003 company stations in service, an increase 
of 791,751 as compared with the number in service at the end 
of April, 1929. 


CHICAGO TEAM TRACK FACILITIES 

Enlargement of the Milwaukee’s team track facilities in 
the Union street district, Chicago, has been completed by an 
expenditure of $340,000, according to an announcement by E. B. 
Finegan, freight traffic manager. Located in the heart of the 
industrial district, the improved yard has capacity for 235 cars 
that may be loaded or unloaded simultaneously. All tracks 
are provided with 36-foot concrete driveways to eliminate con- 
gestion of vehicular traffic. A connecting storage yard is lo- 
cated nearby. Covered platforms have been built for handling 
of poultry, meat, paper and other commodities. Special equip- 
ment includes a 25-ton crane for handling heavy freight and 
two 30-ton wagon scales. The scales will serve the general 
public as well as patrons of the road. A new yard office has 
been provided. 


EMPLOYES SUBSCRIBE FOR STOCK 


Employes of the Pennsylvania Railroad have heavily over- 
subscribed the allotment of 360,000 shares of stock which they 
received the opportunty to purchase this spring, at par, by action 
of the directors and stockholders, it has been reported to the 
directors by A. J. County, vice-president in charge of finance 
and corporate relations. 

Subscriptions to the allotment closed June 16. Mr. County 
said 72,460 separate applications were received for a total of 
580,097 shares. Employes applying for from one to seven shares, 
he explained, would receive the full amount subscribed. Those 
applying for from eight to twenty shares will receive seven 
shares each. 

Under the terms of the offer, employes were at liberty to 
apply for any number of shares from one to twenty, the maD- 
agement reserving the right to reduce the larger amounts in 
the event of over-subscription. All stock must be paid for on 
the installment plan, by monthly payroll deductions of $2, $5 
or $10 a share, at the option of the employe. 
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Can you give New York 
distributors what they 
want when they want it 


and have a profit for yourself? 





BUSH SERVICE 


will gear your selling to 
metropolitan methods 
of buying 


POT STOCK in New York is almost invariably demanded by 
S good retailers —so it’s hard to sell goods without that service. 
“Hard to make a profit if we give that service” — many manu- 
facturers say. That’s a mistake: hundreds of concerns have found 
that Bush Terminal takes care of all this very satisfactorily, very 
economically, very profitably. Bush is at water- and rail-side, with 
trucking from the door, splendid elevator service, wonderfully 
low insurance, space billed as used. So it is ideal for warehousing 
and physical distribution—and also for manufacturing and 
assembling. Labor, power and light can be bought as advan- 
tageously as transportation and insurance. 


If you want profitable sales in New York, if you are considering 
a branch factory here, benefit by Bush experience as demonstrated 
to hundreds of concerns—big, little and medium-sized. 

Tell us your special problems, your sales and production 
methods and your present status in New York, and we will tell 
you exactly how Bush can help you cut costs and raise profits. 


BUSH TERMINAL COMPANY 


Metrepolitan facilities for 
Distribution .. Warehousing .. Manufacturing 


Executive Offices: 100 Broad St., Dept. H, New York 


Piers, sidings, warehouses, truck depot, manufacturing lofts on New York Bay 
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FIGURES 


of themselves are not conclusive 


The mere fact that Houston, as a city, 
has doubled its population the last dec- 
ade to become Texas’ largest city and 
the South’s second and, as a port, has 
leaped into national prominence in a 
few .years to become the country’s 
fourth export port with a 1929 tonnage 
of 3,399,482 may mean nothing to you. 


But the Reason Behind These Facts 
IS VITAL TO YOU! 


It means that Houston is satisfactorily 
serving an increasing part of the coun- 
try’s business as a gateway to world 
markets. Astute executives whose busi- 
ness is to cut costs and increase effi- 
ciency have investigated these advan- 
tages: 
Low Dockage and Wharfage Rates. 


Low Bunkerage Costs (in the heart 
of the oil fields). 


Modern harbor facilities, construct- 
ed for easy docking. 


Public Terminal Belt Railway for 
quick, economical handling to 
shipside. 


Modern, fireproof warehousing at 
low cost. 


Best Facilities for Handling Grain 
in the South. 


Investigate Yourself and You, Too, Will 
Ship Through 


PORT HOUSTON 


Send 
for Th e 


HOUSTON 


PORT 


REGISTER 


DIRECTOR OF THE PORT 


Fifth Floor, Courthouse 
HOUSTON, TEXAS 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
tramsportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions —— to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 


Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washingten, D. C. 
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Routing and Misrouting—Local Rate of Initial Carrier Higher 
than Joint Rate to Which Initial Carrier Party—Duty of 
Carrier 
Alabama.—Question: A shipment is tendered to an initial 

line consigned to a destination located on that line, unrouted. 

It so happens that the rate via the initial line direct to 
destination is higher than if routed in connection with an in- 
termediate line also reaching the same destination. 

The space provided in the bill of lading for routing is in- 
tended, of course, to be used to show the routing desired, if 
any, on shipments destined to points beyond the initial line 
and it would seem superfiuous for a shipper to insert in the 
routing space the name of the initial line, it being evident from 
the fact that the shipper made the shipment via such initial 
line unrouted that he expected and desired that line tc handle 
the shipment all the way to destination. Has the Commission 
ever ruled specifically on this question, holding that the initial 
carrier was guilty of misrouting for failing to turn such ship- 
ment over to some other carrier at a junction beyond the origin 
point where such routing would result in a lower rate than 
by handling the shipment direct over its own rails to final 
destination? 

Answer: In Everist vs. C. M. & St. P. Ry. Co., 87 I. C. C. 
31, and 92 I. C. C. 473, it is held that where the initial carrier 
is party to a two-line through rate lower than the rate applicable 
over its own single-line route, the initial carrier misroutes a 
shipment if it forwards the shipment via the single-line point. 

While the point is not specifically at issue in the case above 
cited, we do not believe that the fact that the shipper did not 
show any routing in the bill of ladig constituted specific routing 
Moe single-line route of the initial carrier to point of des- 
tination. 


Sales—Duty of Seller to Provide Buyer with Remedy Against 
Carrier 


New Jersey.—Question: Will you please favor us with your 
opinion covering the following? 

A shipper forwarded some goods by express prepaid to 
destination, without declaring value. The shipment has been 
lost and the consignor now contends that the consignee must 
look to the express company for recovery, for the reason that 
his (the shipper’s) responsibility ceased when he delivered the 
shipment in good order to the express company. It is evident 
from the facts that the shipment exceeded the value for which 
the express company will hold itself liable when a greater value 
than stated in the receipt is not declared, and is now tryig 
to force the loss on the consignee. The shipper presents as 
his argument solely the fact that the ownership of the property 
is vested in the consignee, regardless whether the shipment is 
prepaid or collection of charges on delivery. 


Please give summary of a decision which would cover the 
case cited. On railroad freight shipments covered by straight 
bills of lading who is the owner of property after delivery to 
carrier? 


Answer: Ordinarily, the seller must in delivering the goods 
to the carrier exercise due care and diligence to provide the 
buyer a remedy over against the carrier in case of their loss 
or destruction. Under the provisions of the uniform sale of 
goods act, which is considered declaratory of the common law, 
“unless otherwise authorized by the buyer, the seller must 
make such contract with the carrier on behalf of the buyer 
as may be reasonable, having regard to the nature of the goods 
and the other circumstances of the case. If the seller omits 


so to do, and the goods are lost or damaged in course of transit, 
the buyer may decline to treat the delivery to the carrier as 
a delivery to himself, or may hold the seller responsible in 
damages.” 

In Miller vs. Harvey, 221 N. Y. 54, 116 N. E. 781, it was 
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held that where the seller shipped the goods by express, but 
through a failure to disclose their value, the liability of the 
express company for their loss was limited to fifty dollars, about 
one-half their value, the delivery to the express company 
was not a delivery to°the buyer, and therefore the loss of the 
goods in transit, as between the buyer and the seller, must be 
borne by the latter. 


Limitation of Action for Undercharges—Shipment Moving from 
Point in Canada to Point in United States 


Canada.—Question: Under date of October 28, 1926, one 
of our mills in Canada made a collect shipment to a destination 
point in Trunk Line territory. Incorrect freight charges were 
collected by the destination carrier, and under date of March 
21, 1930, the destination carrier presented to the consignees 
a bill for the undercharge. The consignees refused to make 
settlement, and the destination carrier forwarded the under. 
charge to us for payment. 

Our understanding is that on international traffic the car- 
riers within the United States are governed by the three-year 
limitation peiod. The United States destination carrier, how- 
ever, insists that inasmuch as the shipment originated in Cana- 
dian territory, it is governed by the five-year limitation period. 

Will you kindly favor us with your understanding of the 
matter? 

Answer: The lex fori, or law of the jurisdiction in which 
relief is sought, controls as to all matters pertaining to remedial 
as distinguished from substantive rights (Northern Pacific R. 
Co. vs. Babcock, 154 U. S. 190; Evey vs. Mexican Cent. R. Co., 
81 Fed. 294), and the only uncertainty which may arise con- 
cerning this rule must result from conflicting views as to what 
matters fall within one or the other of such classes of rights 
(Pritchard vs. Morton, 106 U. S. 124), or where the same claim 
may, according to the surrounding conditions, fall into either 
class. 

Statutes of limitation are ordinarily regarded as pertaining 
to the remedy and hence as governed by the lex fori. But in 
the case of purely statutory actions wherein the duration of 
the right is limited by the statute creating it, the limitation 
has been held to go farther than to the remedy alone and to 
extend to the substantive right rendering the lex loci applicable; 
and, by express enactment in many states also provision is 
now made for the recognition, with certain restrictions in some 
instances, of the statutes of limitation of other jurisdictions 
in which the cause of action arose. 


There is, so far as we are aware, no federal statute which 
permits of the application of the limitation period provided by 
the laws of the Dominion of Canada governing the time within 
which an action for an undercharge may be instituted by a 
carrier. It is, however, possible that there are statutory pro- 
visions of some states which give effect to the laws of the 
Dominion of Canada in this respect. If not, the period of 
limitation, namely, three years, as provided for in paragraph 3 
of section 16 of the interstate commerce act, would govern such 
an action. 


Express Rates—Free Collection and Delivery Service 


New York.—dQuestion: Please explain what redress we 
may secure and cite cases on the following: 

Owing to the lack of help, the pick-up men of the Railway 
Express Agency are unable, “they say,” to call at our place of 
business to pick up shipments. We are located in a large in- 
dustrial building in New York. We have demanded one call 
a day and all we receive is evasive answers and no service. 
They have a man on the ground floor at no stated time, whom, 
according to the agents, we are obliged to locate and bring 
our shipments. They call at hundreds of other places in the 
city. Isin’t this procedure a discrimination under the third 
section of the act? Please cite tariff number, page and item 
for specific pick-up rule. We have shipments for them every 
day in the week. 

Answer: In Butterworth-Judson Corporation vs. Adams 
Express Company, 51 I. C. C. 386, the Commission held that 
the failure of the defendant carriers to afford certain complain- 
ants free collection and delivery services on interstate express 
shipments performed for other shippers in their vicinity in 
Newark, N. J., resulted in undue prejudice to such complainants 
and the locality in which their plants were situated. See, how- 
ever, East Springfield Citizens’ Club vs. American Railway Ex- 
press Co., 68 I. C. C. 482, also Express Classification 1920, 59 
I. C. C.. 266, 270. 

It depends upon the exact facts in your situation as to 
whether the carriers are discriminating against your company 
in the matter of collection services with respect to your ship- 
ments. If the carriers are discriminating against your company 
your remedy is to file a complaint with the Interstate Com- 
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merce Commission asking for an order directing the carrier to 
remove the discrimination. 


Routing and Misrouting—Conflict Between Rate and Route in 
Bill of Lading—Shipment Moving from Point in Canada 


Canada.—Question: During the course of a year several 
shipments were made from a point in Canada to a point in 
southern United States, which was intermediate to another 
point having a published through commodity rate, rate and 
routing being published in a-tariff issued by the originating 
carrier. Due to a misunderstanding on the part of the shipper, 
routing was shown on the bill of lading, via which route the 
tariff did not show the commodity rate as being applicable. 
This commodity rate was, however, shown in the bill of lading. 
Inasmuch as the originating carrier accepted the shipper’s bill 
of lading with the incorrect route shown and were paid the 
freight charges on this basis, are they now in order in trying 
to collect additional freight charges assessed on a combination 
of local rates? 

Answer: Under the decisions of the Interstate Commerce 
Commission, where a rate and routing are shown in a bill of 
lading and the rate does not apply via the route specified, it is 
the duty of the initial carrier to ascertain from the shipper 
whether he desires the rate or the route protected. Failing 
to do so, a carrier is liable for misrouting if it forwards a 
shipment over a route via which the rate is higher than that 
shown in the bill of lading. See Brownell Improvement Co. 
vs. B. & O. C. T. R. R. Co., 85 I. C. C. 461; Republic of France 
vs. M. K. & T. Ry. Co., 77 I. C. C. 383. 

Inasmuch as the shipment originated within the Dominion 
of Canada, the rulings of the Canadian Commission, and not 
those of the Interstate Commerce Commission, govern the lia- 
bility of the initial carrier. We have been unable, however, 
to locate a ruling of the Canadian Commission with respect to 
this question. 


Routing and Misrouting—Payment of Claims by Carriers With- 
out Specific or Blanket Authority of Commission Since 
Rescission of Conference Rulings of Commission 
Missouri.—Question: I read with interest your answer to 

“Florida” on page 1404 of the May 24, 1930, issue of The Traffic 
World in which you state that it. is the duty of the carrier to 
forward via the cheapest available route, with which interpreta- 
tion I agree. However, will appreciate an expression of your 
views as to whether or not the carrier could protect a lower 
rate applicable via route other than route of actual movement 
without the necessity of filing a reparation claim with the Inter- 
state Commerce Commission for authority to refund excess 
charges accruing as a result of movement via a higher rated 
route. 

Prior to the cancellation of the Commission’s conference 
rule sufficient authority was extended by the Commission without 
the sanction of the Interstate Commerce Commission in each 
and every individual case. However, since the conference 
rulings have been canceled the authority previously extended 
has been eliminated and it appears to us that it will be neces- 
sary to handle with the Commission for authority to refund 
in each and every case of misrouting which results in excess 
charges, bearing in mind that traffic moving via a higher rated 
route does not result in an overcharge, but results in excess 
charges which are usually in the nature of damages, and dam- 
ages are violations of the law which are subject to decisions 
of the Commission or court for authority to refund and the 
carriers have no authority to assume this power and voluntarily 
make refund. z 

An expression of your views, substantiated by Commission 
or court decision, if possible, will be appreciated. 

Answer: The Commission has held that while a misroute 
is akin to an overcharge (Gwinn Bros. & Co. vs. C. & O. Ry. 
Co., 56 I. C. C. 298), the limitation period within which a claim 
for overcharge may be filed does not apply to a claim covering 
the misrouting of a shipment. See Prairie Oil & Gas Co. vs. 
c. c. C. & St. L. Ry. Co., 146 I. C. C. 649. See, also, Aetna 
Explosive Co. vs. B. & O. R. R. Co., 63 I. C. C. 213, in which 
case the Commission modified its order, which directed the 
refund of the amount of an overcharge with respect to a mis- 
routed shipment, to direct the payment, as reparation, of the 
difference in the rates via the route over which the shipment 
moved and the route over which it should have moved. 

Technically, no doubt, a carrier may not, without specific 
or blanket authority, refund the difference between the rate 
via the route over which a shipment moved and the rate via 
the route over which it was the duty of the carrier to forward 
the shipment, but it is our understanding that carriers have 
been refunding the excess amounts resulting from the misrouting 
without such authority from the Commission since the Com- 
mission’s conference rulings were rescinded. 

While it is, in some instances, a close question as to whether 


The Traffic World 


Vol. XLV, No. 26 


a shipment has been misrouted, in the greater number of cases 
the question of whether a shipment has been misrouted is not 
difficult of solution by those familiar with the decisions of the 
Commission. 

As to these claims, there appears to be no good reason 
why the carriers should not, without specific or blanket author- 
ity from the Commission, settle such claims. With or without 
such authority the payment of claims is, in proper instances, 
left to the judgment of the carriers, without supervision by the 
Commission. 


Conversion—Liability of Carrier and Party to Whom Shipment 
Delivered in Error 


New York.—Question: John Doe, of Boston, forwards a case 
of dry goods via X, which is a forwarding agency and not a 
common carrier. Case is consigned to A, Detroit, Mich. X, 
which is the forwarding agency, includes in its service store 
door delivery. 

The carting company which is contracted by X, at Detroit, 
to make store door delivery, delivered the case of dry goods 
consigned to A, with 15 other cases, these 15 cases being marked 
to B. 

B’s shipments, at that particular time, were being delivered 
to a public warehouse, as B was not ready to receive shipment 
due to alterations. When B was ready to receive shipment, the 
warehouse delivered the 15 pieces to B, and included in that 
shipment was the case consigned to A, no knowledge had by 
warehouse that this case was consigned to A. 

B, after receiving all the shipments, unpacked the ship- 
ments and placed them for sale, shipment for A included. 
Delivery record was furnished A by the forwarding agency, 
showing delivery was made to B’s warehouse. Now, John Doe, 
of Boston, sent an invoice to B for $300, requesting a settlement. 

Further investigation revealed that B, when selling the dry 
goods, was under the impression that that particular merchan. 
dise was from a firm from whom a similar article was pur- 
chased, and sold the quantity for $125. Is B liable for the total 
amount of the invoice, which is $300, or for the total amount 
experienced in selling, which is $125? 

As delivery was made in error by the carting company, 
which is an agent of X, the forwarding agency, and, due to 
the large number of shipments which were delivered, and which 
had to be unpacked within due time, our attitude is that X, the 
forwarding agency, is liable for conversion. 

Will you kindly give your opinion as to the liability for 
the invoice? 

Answer: As to the status of so-called forwarding agencies, 
see our answer to “Massachusetts” on page 898 of the October 
16, 1926, aaa World, under the caption “Forwarding Agents— 
Status of.” 


While the facts necessary to a determination of the ques- 
tion are not given, it would appear that the forwarding agency 
acted as a common carrier in the handling of the shipment 
in question. If so, both the forwarding agency and B, the party 
to whom the shipment consigned to A was erroneously deliv- 
ered, are liable in conversion to the owner of the goods. 


There were two conversions of the shipment, the first by 
the forwarding agency when it delivered the shipment to B 
by its agent X; the second when B took the shipment and 
appropriated it to his own use. 


The measure of damages for conversion of goods is the 
value thereof at the time and place of conversion. The for- 
warding agency is liable for conversion, even though it received 
no benefit therefrom; B is liable for taking and using the ship- 
ment. It is no defense to B to say that he did not know that 
he was appropriating a shipment belonging to another party. 

“It constitutes a conversion to receive property from one 
who has no right to part with or dispose of it, and thereafter 
to use, sell, or exercise dominion over it, whether with knowl- 
edge of the owner’s rights with respect to such property, or 
in good faith without any notice whatever of the rights of the 
owner.” 38 Cyc. 2024. U.S. Naval Stores Co. vs. United States, 
240 U. S. 284; Ward vs. Carey, 166 N. W. 952—a Michigan case; 
Spencer vs. Spencer Dowler Co., 100 S. E. 651; Page vs. Clark, 
165 N. Y. S. 1058; Clark vs. Whittens, 171 Pac. 746; 195 N. Y. S. 
848; 267 S. W. 777; 245 Pac. 734. 

In the Naval Stores Co. case the court said: ‘Defendant 
cannot take a benefit from one who had no right to give it, 
without at the same time assuming responsibility for that which 
he did.” 

It is just like innocently purchasing or otherwise receiving 
property from one who has stolen it. The purchaser or taker 
must either pay the rightful owner for it or return it to him. 
In 202 Fed. 491 the court said: “Defendant was an innocent 
purchaser from a wilful trespasser” and held defendant liable. 
In the Michigan case, Ward vs. Carey, decided by the Michigan 
Supreme Court, the defendant had purchased an automobile 
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The new float bridge is shown at the right. 


Erie's newest kloat Bridge 
at Jersey City 





To expedite the loading of car floats 
the Erie recently added a new modern 
float bridge to the two already in use 
at Jersey City Freight Station. 







These huge steel structures are adjust- 
able to a wide rise or fall so that traffic 
is unhampered even at tide extremes. 






With the new steel car floats recently 
put in commission these float bridges 
assure quick delivery of cars to and 
from points in and about New York. 


ERIE RAILROAD SYSTEM 


Route of The Erie Limited Loading car floats at Erie’s ag atric City station. 
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from one he supposed was the owner, but he was obliged to 
also pay the rightful owner, the court saying: 


The mere fact that defendant in conversion in good faith believed 
that the party of whom he purchased the automobile was che rightful 
owner cannot defeat recovery by the true owner. 


Tariff Interpretation—Commodity Rate Removes Application of 
Class Rate Except Under Alternative Provisions 

Ilinois.—Question: As a matter of information I would 
like to be advised relative to a shipment of eggs, carload, that 
originated at Arlington, Minn., destination Philadelphia, Pa. 

There are no through rates from Arlington, Minn., to Phila- 
delphia, Pa., and as eggs are classified third class, carload, in 
both Western and Official Classifications, the third class rate 
from Arlington, Minn., to Peoria is 65% cents. This rate is pub- 
lished in Minneapolis & St. Louis Railroad Tariff 503-F, I. C. C. 
B-640. In this tariff item 25, on page 88, states that commodity 
rates take preference over the class rates. 

In Minneapolis & St. Louis R. R. Tariff 657-E, I. C. C. B-686, 
supplement 7 to the tariff, there is a rate on eggs, carload, 
being a commodity rate, of 844%c to Peoria and Chicago from 
Arlington, Minn. 

As stated above, eggs are third class, carload, in Official 
Classification, and the third class rate from Peoria to Phila- 
delphia, published in Jones’ 218-F, also present tariff 218-G, is 
921%4c. I have been informed that the proper rates to apply 
in this case would be the commodity rate of 84%c to Peoria, 
plus third class rate of 92%c beyond, but there would be a 
difference of 19c in the class rate and the commodity rate 
to Peoria. 

Your attention is called to Tariff Circular 20, page 80, rule 
55, paragraphs “A” and “B,” and also wish to state that I am 
conversant with rule 7, paragraph “A,” on page 18, of the cir- 
cular. 

After having carefully read the contents of this letter I 
would ask that you be kind enough to advise if I would be justi- 
fied in applying the third class rate of 65%4c from Arlington, 
Minn., to Peoria in place of the commodity rate of 84%c, plus 
the third class rate of 92%4c beyond to Philadelphia, for from 
information received I have been advised that on account of 
tariff 503-F, as stated herein, carried the item, that the com- 
modity rate removed the application of the class rate and that 
the proper rate to apply would be 841%4c from Arlington to 
Peoria, plus 92%4c beyond, but, as stated, this would be 19c 
higher than the combination of the class rates which, in my 
opinion, is contrary to rule 55 of Tariff Circular 20. 

Answer: Except where there are tariff provisions for the 
alternative application of the lower of either the class or com- 
modity rate published to apply between given points, the com- 
modity rate must be applied, even though higher than the class 
rate. Goerres Cooperage Co. vs. C. M. & St. P. Ry. Co., 21 
I. C. C. 5, 6; Central California Traction Co. vs. C. M. & St. P. 
Ry. Co., 24 I. C. C. 550, 551; Indian Refining Co. vs. L. & N., 112 
I. C. C. 732, 736. 

The Commission has held, however, that a commodity rate 
which exceeds the class rate is an abnormality which requires 
special justification. Grain and Grain Products to Southeast, 
123 I. C. C. 569, 572. 


Damages—Deduction of Cash Discount 


Maryland.—Question: The writer would like for you to ad- 
vise him of your opinion in the following case, also any deci- 
sions that may cover same. 

A manufacturer at X, Mich., shipped us a carload of screen 
doors and billed tus for same, allowing 2 per cent for cash in 
ten days. Upon unloading the car at our plant on May 16, 
1930, we found four doors damaged beyond repair. The four 
damaged doors were returned to the delivering carrier and 
claim filed for $6.64 less 2 per cent discount (which amounted 
to 13c). Twenty days after presentation of claim same was 
amended to include the 13c, which brought the claim to $6.64. 
The carrier objected to this amendment on the ground that 
when we avail ourselves of this discount we automatically re- 
duce the invoice price of the merchandise 2 per cent and that, 
therefore, claim should be filed for the merchandise that was 
damaged less the 2 per cent. 

The writer believes that the carrier, to get the benefit of 
the discount, should pay the claim within ten days from date 
of presentation, the same as consignee had to do to get the 
benefit of the discount when he paid the invoice. 

The information is wanted for future reference and not for 
the above case, which only involves 13c. 

Answer: In the voluntary settlement of claims covering 
loss of or injury to goods, which have no established market 
price, the invoice price of the goods is necessarily used, and, 
where used, the invoice price without deduction of the cash dis- 
count is what the shipper is entitled to, unless the condition 
under which it is made, namely, payment within the stipulated 
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period of time, has been fulfilled by the purchaser. This for 
the reason that an invoice price based upon a cash payment 
or a payment within thirty days or less, is a price separate and 
distinct from one which contemplates the extension of credit 
for a longer period of time, and the carriers should recognize 
this fact in settling claims for loss or damage. 

It is our opinion the payment of the claim by the carrier 
within the discount period is not a condition precedent to the 
deduction of the cash discount from the invoice price. 

We are unable to see what relation the payment of the 
claim within the discount period has to the deduction of the 
discount. A period of ten days can hardly be said to be a 
maximum period within which a carrier should investigate and 
pay a claim. 


Reconsignment—Upon Protection of Through Rate 


Ohio.—Question: We shipped a car of material from point 
“A” to junction point “B” to be reconsigned to point “C” be- 
yond. We requested a routing via X railroad beyond junction 
point “B” with the understanding that the through rate from 
point “A” to point “C” be protected, and we have positive proof 
that our reconsigning orders were received at junction point 
“B” prior to the arrival of the car. 

It now develops that the through rate from point “A” to 
point “C” does not apply via X Railroad and we have been 
assessed freight on the basis of the combination of locals. 

Kindly examine the foregoing and advise whether, in your 
estimation, the initial carrier should have notified us that the 
rate would not apply before forwarding the car via “X” Rail- 
road. Do you know of any opinions that we might be able to 
use in our argument with the carriers? 

Answer: With respect to this question, see the Commis- 
sion’s opinion in Chevrolet Motor Co. vs. C. R. I. & P. Ry. Co., 
132 I. C. C. 337, and Lehr Lumber Co. vs. R. R. & G. R. R., 132 
I. C. C. 335. Under the decision in the first case a condition 
precedent to liability on the part of the carrier, assuming that 
your reconsigning instructions call for the application of a 
specified rate, is that the reconsigning instructions were given 
in time for the carriers to have intercepted the shipment at 
“B.” However, under the decision in the second case, if your 
reconsigning instructions were not conditioned upon the pro- 
tection of a specifically named rate, the rate applicable via the 
route the shipment moved must be assessed. In the Lehr case, 
132 I. C. C. 335, the Commission said: 


The reconsignment instructions were not to protect a joint rate 
or any specific rate, but the lowest through published rate. Such in- 
structions obviously meant the lowest through rate applicable over the 
route traversed from point of origin to the point at which the ship- 
ment was reconsigned. The instructions were not sufficient to operate 
as a notice to defendants that complainants wanted a rate which 
was not applicable over the route traversed to East St. Louis. 

We find that under the circumstances shown of record the defend- 
ants were not under a duty to notify complainants that the 38.5-cent 
rate was inapplicable; and that the rate charged was applicable and 
not unreasonable. The complaint will be dismissed. 


RECIPROCAL BUYING 


A number of presidents, vice-presidents, and other officers 
of railroads took the stand, in response to subpoenas, at the 
hearing in the Federal Trade Commission complaint against 
the ‘Waugh Equipment Company and officials of Armour and 
Company (see Traffic World, June 21, p. 1630), which recon- 
vened, at Chicago, June 26. They were questioned by E.. F. 
Haycraft, attorney for the Trade Commission, concerning pur- 
chases by their lines of draft gears manufactured by the Waugh 
Company and details of solicitation on the part of the defend- 
ants. Correspondence and other relevant documents were pre- 
sented by the witnesses, in some instances with little accom- 
panying questioning. The piece-meal procedure and technical 
barriers involved frequently made it difficult to trace any con- 
nection between the allegations of the complaint, to the effect 
that traffic of Armour and Company had been used illegally to 
increase the sales of the equipment, and a considerable por- 
tion of the documents were only presented for identification, or 
were refused admission into the record by the presiding exam- 
iner, Edward M. Averill. 

One of the pieces of evidence considered of importance by 
the prosecuting attorney was a letter presented through Wait 
Talcott, president of the Rockford Knitting Mills, while he was 
on the stand. The letter was written by himself, dated February 
16, 1927, and addressed to John T. Pratt, a director of the 
N. Y. N. H. & H. At the time the letter was written, Mr. 
Talcott was a director of the Waugh Equipment Company. In 
part the letter was as follows: 


I am a director and am interested in the Waugh Equipment Com- 
pany. We are very anxious to do some business with the New Haven 
R. R., and our salesmen have been trying to stir up some interest 


with the mechanical department on the Waugh-Gould draft gears, but 
they have not met with much success. 
The Waugh Equipment Company has among its owners, 


some 
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The Signode System is a 
method of tightly encircling 
a shipping unit with bands 
of steel and securely sealing 
the overlapping ends (under 
pressure) within a metal 
sleeve called a Signode Seal. 
No rivets, buckles, or nails 
are needed. 


Used for Boxes 
of every kind and make. 


Used for Skids 
with remarkable results. 


Wises 


V1 


Used for Cartons, 
paper boxes, etc., etc. 


Used for Crates 
and partial crates. 


Used for Bundles, 
bales and wrapped goods. 


SAR D098 ZZ 


COVONrO) 


oe ee 770s 


Used for Carloading. 


Your own name lithographed] « 
Seal 


on the Signode 


The Traffie Wott: ——— i EI 


“Packing” Whose Baby? 


Factory MAGAZINE recently carried an editorial entitled 
“Packing Whose Baby?” It seems that the responsibility for 
packing and shipping is sometimes lightly laid aside, taken for 
granted, or passed up entirely by many industrial executives. 


Your Opportunity 


This then should give you your chance to show the firm some- 
thing of the great possibilities of improvement and profit in this 
work. 


Check up today, determine just who should take the respon- 
sibility. Perhaps you are the one. Then call a Signode shipping 
expert. He is in a unique position to help you because he favors 
no particular type or kind of Shipment—but rather helps to econ- 
omize or make the most of your present system. Or if you prefer, 
write for complete information including “The Signode Guide to 
Better Packing & Shipping.” 


Signode: Steel Strapping Co. 
2613 N. Western Ave. Chicago, Ill, U. S. A. 


Offices in Principal Cities 
Canadian Steel Strapping Co., Montreal, Quebec 


SIGNODE 


qhe Sealed Tensional Strapping 


We also furnish round wire tensional reinforcements, all forms of nailed-on strapping, automatic 
wire tying machines, pail clasps, clutch nails, tag fasteners, etc. Write for general catalog. 
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ry large shippers who might be able to reciprocate in a very sub- 
stantial Se anmer, if the New Haven people would show a little in- 


aay oe mention that these devices which I am writing about are 


nothing new, and are used extensively throughout the country by 
ether railroads. They are standard equipment and equal in every 
way to the devices being used by the New Haven, and do not cost 
any more, and I see no reason why the New Haven cannot contribute 
its patronage—especially in view of the fact that this company could 
be most helpful to the road in building up its earnings. 


Questioned by Mr. Haycraft, Mr. Talcott said that the 
“large shippers” referred to were Armour and Company. He 
said he was a personal friend of Mr. Pratt, to whom the letter 
was addressed. 

A somewhat less clear-cut picture of the possible relation 
between sales of the draft gear and tonnage considerations 
was given in a letter introduced through E. V. Murphy, general 
western freight agent, New Haven. It was written by himself 
and addressed to F. W. Ellis, Armour official, dated March 10, 
1928. It said the writer had been informed an order for a 
hundred Waugh gears had just been placed, and added: “It 
occurred to me you would be intetested in knowing of this 
latest patronage of the Waugh product.” 

J. B. Scott, traffic manager, Armour and Company, said 
he paid no money for the 256 shares of stock of the Waugh 
Equipment Company, which he received shortly after reorgan- 
ization of its predecessor, the Waugh Draft Gear Company. The 
examiner sustained an objection by Mr. Haycraft, which pre- 
vented the defense attorney, E. M. O’Brien, from questioning 
whether or not there had been an agreement “to do certain 
things,” as consideration for the stock. At one of the previous 
hearings it was said that the draft gear business of the Armour 
Car Lines, as a means of tiding the company over its reorgan- 
ization, was the consideration. Mr. Scott introduced an agree- 
ment made between the Armour Car lines and the Waugh Draft 
Gear Company for purchase of draft gears. That was dated 
March 11, 1924, some time before the reorganization. 

Itemized records of purchases of the Waugh equipment since 
1924 were presented H. C. Pearce, director of purchases and 
stores, Chesapeake and Ohio, and Hocking Valley, Eugene A. 
Clifford, purchasing agent, Chicago and North Western, and 
others. Other witnesses made statements and presented docu- 
ments required by the Trade Commission as to Armour traffic 
handled over their lines, and similar matters. 

Other witnesses were: E. P. Bracken, vice-president in 
charge of operations, C. B. & Q., Henry W. Beyers, vice-presi- 
dent, traffic, C. & N. W.; Roy C. Monroe, western sales repre- 
sentative, Waugh Equipment Company; Walter E. Dunham, 
superintendent of car department, C. & N. W.; G. W. Seidel, 
formerly superintendent of motive power, Chicago & Alton; 
John J. Burnet, president of the Chesapeake & Ohio and the 
Pere Marquette; C. Haile, president, M.-K.-T.; F. M. Whittaker, 
vice-president, traffic, C. & O. and Pere Marquette; E. F. Rey- 
nolds, general freight agent, Pere Marquette. 

The hearing was expected to continue until noon, June 28, 
when it was expected the Trade Commission attorney would 
request an adjournment to New York, some time the middle 
of July, for completion of his side of the case. 


CENTRAL WESTERN BOARD 


Industries reporting to the eighth annual and nineteenth 
regular meeting of the Central Western Shippers’ Advisory 
Board at Idaho Falls, Idaho, June 20, estimated there would be 
a decrease of less than one-third of one per cent in the total 
volume of shipments by railroad in July, August and September, 
this year, as compared with shipments in the same period last 
year. Total loadings last year amounted to 494,785 cars, while 
it is expected the crops, minerals and manufactured articles 
will require 493,787 cars this year, or only 998 less than a year 
ago. 

“This indicates,” says the report, “that, in spite of all the 
recent talk about business depression, this area is on a higher 
plane of prosperity, as far as anticipated business is concerned, 
than obtains in other sections of the country.” 

The greatest increases are expected in the movements of 
grain and mill products, fresh fruits and vegetables, poultry 
and dairy products, road and building materials, agricultural 
implements, automobiles and trucks, chemicals and canned food 
products. 

Decreases are expected in the volume of the shipments of 
hay, straw, and alfalfa, live stock, coal and coke, ore and con- 
centrates, salt, lumber, petroleum, sugar, iron and steel, ma- 
chinery other than farm, and boilers. Coal and coke, ore and 
concentrates will show the heaviest decreases, according to 
the reports,.due to expansion of the uses of natural gas and 
unfavorable metal markets. Fallig off in the movement of 


these heavy-loading commodities will be largely offset by in- 
creases in other commodities. 
The two-day session, the first day of which was devoted 
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to discussion of agricultural subjects, came to a close the eve. 
ning of June 20 with a banquet at the Hotel Bonneville. FE. J. 
Iddings, dean and director of the college of agriculture, Uni- 
versity of Idaho, made the principal address, dealing with eco. 
nomic and agricultural conditions in important European coun. 
tries, and comparing progress there with that in the United 
States. 

H. J. Plumhof, general manager of the Oregon Short ine 
Railroad, Salt Lake City, gave a talk on transportation condi- 
tions in this country, in which he dealt at length with matters 
affecting revenues of the carriers as well as agriculture and 
industry. 

Harry G. Taylor, manager of public relations, car service 
division, American Railway Association, concluded the program 
with a humorous and at the same time serious discussion of 
general economic and transportation conditions, with particular 
reference to the work of the advisory boards. 

Joel L. Priest, general agent, Oregon Short Line, presided 
at the banquet, and entertainment included music and a reading 
of poetry by Mrs. Irene Welsh Grissom, of Idaho Falls, poet 
laureate of Idaho. 

Unusual interest was shown in the program at the agri- 
cultural council meeting June 19, the principal feature of which 
was a thorough discussion of plant quarantine rules and regu- 
lations and their economic effects on railroads, shippers and 
growers. A resolution was introduced expressing regret over 
the “apparent break between agriculture and industry, as rep- 
resented by the recent action of the United States Chamber of 
Commerce in its altercation with the Federal Farm Board.” 
It was unanimously approved by the board at the meeting the 
following day. Total attendance was in excess of two hundred, 
fifty-five per cent of which was made up of shippers, receivers 
and state regulatory and industrial representatives. 


MIDWEST ADVISORY BOARD 


The Midwest Shippers’ Advisory Board will hold its twenty- 
second regular meeting at the Hotel Faust, Rockford, Il., July 
8. Estimates will be presented of loadings of the principal 
commodities produced in the territory for the third quarter of 
the year and the railroad representatives will report on con- 
dition of equipment and preparations for handling the expected 
traffic. General transportation conditions will be reviewed by 
L. M. Betts, manager of the car service division, American Rail- 
way Association, Washington, and W. D. Beck, district manager, 
will discuss local conditions. The morning program also in- 
cludes a short address by Fred Sterling, lieutenant-governor of 
Illinois, and “remarks and announcements,” by Clarence Bather, 
commerce counsel, Rockford Manufacturers’ and Shippers’ Asso- 
ciation. 

A golf outing will be held at Harlem Hills Country Club 
July 7, for those attending the meeting, and there will be golf 
and other entertainment the afternoon of July 8. 


CONDITION OF EQUIPMENT 


Class I railroads on June 1 had 137,386 freight cars in need 
of repairs, or 6.2 per cent of the number on line, according to 
the car service division of the American Railway Association. 
This was an increase of 5,451 cars over the number in need of 
repair on May 15, at which time there were 131,935, or 5.9 
per cent. Freight cars in need of heavy repairs on June 1 
totaled 94,128, or 4.2 per cent, an increase of 3,181 compared 
with the number on May 15, while freight cars in need of light 
repairs totaled 43,258, or two per cent, an increase of 2,270 
compared with May 15. 

Class I railroads on June 1 had 7,798 locomotives in need 
of repair, or 14 per cent of the number on line. This was a 
decrease of 827 locomotives compared with the number in need 
of repair on May 15, at which time there were 8,625, or 15.4 
per cent. Locomotives in need of classified repairs on June 1 
totaled 4,450, or 8 per cent, a decrease of 372 compared with 
May 15, while 3,348, or 6 per cent, were in need of running 
repairs, a decrease of 455 below the number in need of such 
repairs on May 15. Class I railroads on June 1 had 7,493 serv- 
iceable locomotives in storage, compared with 7,101 on May 15. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
June 8-14, inclusive, was 462,079, as compared with 454,747 cars 
the preceding period, according to the car service division of 
the American Railway Association. No shortage was reported. 
The surplus was made up as follows: 

Box, 211,739; ventilated box, 1,565; auto and furniture, 37,177; 
total, 250,481; flat, 11,393; gondola, 82,440; hopper, 72,461; total coal, 
154,901; coke, 537; S. D. stock, 24,711; D. D. stock, 4,346; refrigerator, 
14,234; tank, 454; miscellaneous, 1,022. 

Canadian roads reported a surplus of 38,000 box, 1,200 auto 
and furniture, 925 S. D. stock, and 1,400 refrigerator cars. 
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WRITE 
REDWOOD LINE, INC. 
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Doings of the Traffic Clubs 





At the annual meeting and outing of the Traffic Club of 
Cleveland, held at Lakewood Country 
Club, Monday, June 16, the following 
officers were elected: President, Wal- 
ter Rushforth, traffic manager, the 
WwW. S. Tyler Company; first vice- 
president, J. W. Freeland, freight 
representative, B. & O. Railroad; 
second vice-president, W. H. Johns, 
district traffic manager, National Car- 
bon Company; secretary, J. F. Potts, 
traffic manager, Kelly Island Lime 
and Transport Company; treasurer, 
Charles R. Martin, traveling freight 
agent, Erie Railroad; board of gov- 
ernors: R. E. Hertel, traffic man- 
ager, the Arco Company; J. P. Mur- 
phy, assistant traffic manager, Fisher 
Body Company of Cleveland; M. M. 
Twohig, traffic manager, Willard Storage Battery Company; 
T. J. Dowdell, general agent, P. & W. Va. Railway; Charles J. 
Johnson, division freight agent, Pennsylvania Railroad. The 
accompanying picture is of the new president, Mr. Rushforth. 








The second annual golf tournament of the Omaha Traffic 
Club will be given at the Happy Hollow Club, said to be one 
of the finest and most attractive courses in the middle west, 
July 17. The play will consist of thirty-six holes, eighteen in 
the morning and the same number in the afternoon. The tour- 
nament is open to members and guests and prizes are offered 
for winning contestants, both morning and afternoon. 





The Tri-City Traffic Club will have its sixth annual outing 
at the Davenport Country Club July 17. It will be an all-day 
affair, with golf, tennis, baseball, horseshoe pitching and swim- 
ming on the program. Luncheon will be served at noon and 
there will be a chicken dinner in the evening. 





Ross McCormick, former county prosecuting attorney, was 
the speaker at a luncheon of the Traffic Club of Wichita at the 
Wichita Club June 19. A chicken dinner was given at the Green 
Parrot Inn June 26. 





A. L. Doggett, the new president of the Traffic Club of 
He was 


Pittsburgh, was born June 17, 1883, at Paris, Texas. 
educated in the grade and high 
schools of Cincinnati. He entered 
the employ of the Baltimore and Ohio 
Railroad as messenger in the general 
freight office at Cincinnati, August 
27, 1898, becoming claim record 
clerk, May 1, 1901 He was trans- 
ferred to the division freight office, 
Cincinnati, December 1, 1901, serving 
in the capacity of bill of lading clerk 
until December 1, 1903; then rate 
clerk until October 15, 1905, and 
claim clerk until February 1, 1907, 
when he was promoted to traveling 
freight agent at Cincinnati He ad- 
vanced to commercial freight agent 
at Akron, Ohio, June 11, 1917, and 
became division freight agent at 
Youngstown, January 15, 1919, being promoted to assistant gen- 
eral freight agent at Pittsburgh, July 1, 1921 Effective December 
1, 1928, he became general freight agent at Pittsburgh He has 
been actively connected with the Traffic Club of Pittsburgh 
since July 1, 1921, having served as chairman of the board of 
governors for the year ending June 9, 1930. 








The Traffic Club of Chicago has lost its suit against the 
Collector of Internal Revenue for exemption from further pay- 
ment of excise tax on club dues and recovery of dues already 
paid. The club contended that it was not a social club, but 
a business organization. The decision of Judge Walter G, Lind- 
ley, of the U. S. District Court for the Northern District of 
Illinois, Eastern Division, is that the club is a social organiza- 
tion within the meaning of the act. The club may appeal the 
case, or it may accept the decision (which, of course, covers 
only the period prior to the time when the suit was brought) 
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and file a new suit on the theory that, whatever the club may 
have been at the time the former action was brought, it is 
now essentially a business organization, thus endeavoring to 
procure exemption now and to recover, perhaps, taxes paid 
since the time when the character of the club may be found 
to have changed. The decision of the court and the attitude 
of the Internal Revenue Department are puzzling to the mem- 
bers of the club because, they say, whatever the Chicago club 
may be, it does not differ from other clubs that do not pay the 
tax. 





The Traffic Club of the Rochester Chamber of Commerce 
held its annual outing at Manitou Beach June 26. There was 
a program of “stunts” and athletic evefits in the afternoon, and 
dinner in the evening at the Hotel Manitou. Golf was played 
in the morning at the Brook Lea Country Club. 





The third annual picnic of the Fort Wayne Transportation 
Club was held at the Elks’ Country Club June 19. An elab- 
orate program of athletic events and other entertainment occu- 
pied the afternoon. Golf was played in the morning, arrange- 
ments having been made for the facilities of a number of the 
local golf clubs, so that the play could be completed before 
the afternoon picnic. 





Wm. H. Ginger, the newly elected president of the Fort 
Wayne Transportation Club, has spent practically all his work- 
ing days in Fort Wayne, Indiana, and 
is now traffic manager of the Horton 
Manufacturing Company. He is an 
outstanding civic worker, having 
been a director of the Fort Wayne 
Chamber of Commerce for the last 
year and a member of the Allen- 
Wayne Club. He is active in the 
employe organizations of the Horton 
Manufacturing Company and has 
been a factor in the success of the 
Fort Wayne Transportation Club, 
having served as a member of the 
board of governors, chairman of the 
membership committee, and _  vice- 
president. The club has had a suc- 
cessful year, the attendance at the 
meetings being equivalent to seven 
times the total membership of the 
club. E. G. Howard, freight agent, New York Central Railroad 
Company, is the retiring president. 








The docket for the regular meeting of the Industrial Traffic 
Club of San Francisco, held at the San Francisco Commercial 
Clug, June 24, included consideration of the Pittman fourth 
section bill, S. 563; decision of the Supreme Court in the case 
brought by the railroad commission of North Dakota against 
the Great Northern and others; Agent Gomph’s application to 
adjust California class rates, and other subjects. 





The annual outing of the Oil City-Franklin Traffic Club will 
be held at the Hotel Conneaut, Conneaut Park, Pa., August 14. 





The Birmingham Traffic and Transportation Club held its 
last social evening until fall June 24, when a banquet and dance 
was given at Highland Park. Officials of the A. B. & C. were 
guests of honor. Due to an error of the printer, an announce- 
ment of the event in The Traffic World, June 21, was incomplete. 





The Traffic Club of Indianapolis held an outing and golf 
tournament at French Lick, Ind., June 26. The trip was made 
on a special train over the Pennsylvania and Monon, with a 
stop for lunch at Gosport, Ind. An elaborate list of prizes was 
posted for winning contestants in the golf tournament and 
other games held in the afternoon. There was a banquet in 
the evening at the French Lick Springs Hotel. 





On June 18 the Brooklyn Traffic Club held its annual 
“Ladies’ Night” aboard the Hudson River Day Line boat 
“Albany.” It was declared the most successful of any ever 
held by the club. Approximately 500 members and guests took 
the sail up the Hudson River. A variety of entertainment was 
given. 





Major organizations of the United States reflect the per- 
sonality of the men who have taken leadership in them, said 
the Rev. Harry G. Knowles, pastor of the First Christian Church, 
in an address at a luncheon of the Traffic Club of Houston at 
the Rice Hotel June 17. John W. Daniel, president of the 
club, announced that, beginning in July, meetings would be 
held only once a month, and that they would be of a social 
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| Boston, Mass. 
| Brooklyn, N. Y. 


Minneapolis, Minn. 





Newark, N. J. 

Camden, N. J. New York, N. Y. 

, Chicago, Ill. Oakland, Cal. 

| Cincinnati, Ohio Philadelphia, Pa. 

| Cleveland, Ohio Pittsburgh, Pa. 
Dayton, Ohio Portland, Ore. 

| Denver, Colo. St. Louis, Mo. 
Detroit, Mich. St. Paul, Minn. 
Hoboken, N. J. San Francisco, Cal. 
Jersey City, N. J. Seattle, Wash. 
Kansas City, Kans. Tacoma, Wash. 

“ Toledo, Ohio 

Kansas City, Mo. Trenton, N. J. 

Long Island City, N. Y. Vancouver, B. C., Can. 
Los Angeles, Calif. Wichita, Kan. 
Milwaukee, Wis. Wilmington, Del. 


BUYERS and SELLERS 


; throughout the WORLD are depending on 


NATIONAL SERVICE 


for closer contact. Be it a Less than Carload shipment within the bounds 
of the United States or a Carload to Singapore, the NATIONAL SPIRIT 
. of SERVICE expedites delivery to the buyer and brings a repeat to the 
5 seller. AND THE TRANSPORTATION CHARGES ARE LESS. | 





CONSOLIDATED CARS 
EXPORT 
IMPORT 


we YY DO Kh 


Write or phone traffic department at any of the many cities mentioned above. 


RAS oe 


- 


THE NATIONAL FREIGHT COMPANY 


Judson Freight Forwarding Co. G. W. Sheldon & Co. 


co 
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nature. Entertainment features were presented by Mr. G. H. 
Raezer and Mrs. S. L. Van Nort. 





The board of governors of the Traffic Club of Pittsburgh 
organized for the coming year at a meeting June 20, at which 
W. S. Guy, traffic manager, Carnegie Steel Company, was chosen 
chairman. A schedule of projected activities, comprising events 
both social and educational, submitted by President Doggett, 
was approved. First of the social features is the annual out- 
ing for members and their families July 28, to be followed by 
the customary midsummer golf tournament. President Doggett 
has appointed F. A. Layman, district freight agent, Baltimore 
& Ohio, publicity director. 





The annual outing of the Transportation Club of Spring- 
field, Ill., will be held July 10. The Elks’ Club will serve as 
headquarters. A special trip to Old Salem State Park, Peters- 
burg, Ill., has been arranged for the ladies. Golf, horseshoes, 
and cards will provide amusement in the day and a dinner and 
dance will be given in the evening. 





The Traffic Club of Pittsburgh will have a picnic at Idle- 
wild Park July 21. 





Personal Notes 





T. F. Whittelsey, secretary-treasurer of the American Short 
Line Railroad Association, died in Washington, D. C., June 21. 
He was buried at Toledo, O., June 23. 

George F. Klima has been appointed commercial agent, 
Universal Carloading and Distributing Company, at Cleveland, O. 

R. J. Beatty has been appointed freight traffic manager, 
effective July 1, of the following companies: Indiana Pipe 
Line Company, Buckeye Pipe Line Company, Northern Pipe 
Line Company and the New York Transit Company. 

K. D. Pulcipher, editor of the Pennsylvania News, western 
region edition, employe publication of the Pennsylvania, has 

















Weekly Services: New York (Ward Line) 
New Orleans (Cuyamel Line—American 
Fruit & Steamship Corporation.) 


steamship lines to all destinations 
on the National Railways of Mexico 
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. Puente, Gen. 





Vol. XLV, No. 26 





been promoted to manager of the publicity department, with 
headquarters in Philadelphia, according to announcement by 
H. E. Newcomet, vice-president of the railroad in Chicago. 
Ray D. Casey, formerly special publicity representative at Phila- 
delphia, succeeds Mr. Pulcipher, with offices at Chicago. Mr. 
Pulcipher is past president of the American Railway Magazine 
Editors’ Association. 

Philip H. Porter, counsel of the Wisconsin Railroad Com- 
mission, has been appointed to the commission, succeeding the 
late Commissioner Gettle. 

At a meeting of the president and directors of the Balti- 
more & Ohio, June 18, Golder Shumate was elected vice-presi- 
dent in charge of freight traffic, mail and express, and com- 
mercial development departments, succeeding Archibald Fries, 
who died. 

Ralph Trolinger has been appointed traveling freight and 
passenger agent, Panhandle & Santa Fe Railway, at San An- 
gelo, Tex. 

P. N. Myers has been appointed auditor, McCloud River 
Railroad, with headquarters at McCloud, Calif., succeeding 
W. W. Martin, resigned. 

S. B. Murdock, assistant passenger traffic manager, Seaboard 
Air Line, at Norfolk, Va., has been transferred to New York. 
George Z. Phillips has been appointed assistant passenger traffic 
manger at Norfolk. W. Hugh Donny has been appointed gen- 
eral agent at Washington, D. C. 

The board of commissioners of the Lake Charles Harbor 
and Terminal District announces the appointment of Oliver E. 
Weed to the position of general agent at Kansas City, Mo. 


INCREASE IN CARLOADINGS 


Figures released by the San Francisco office of the car 
service division, American Railway Association, having juris- 
diction over California, Arizona, Nevada and New Mexico, indi- 
cate that, for the first time this year, carloadings for one month 
exceeded the loadings in the corresponding month of 1929. This 
information covers May, when 177,381 cars were loaded, an in- 
crease of 7,900 over May, 1929. It is pointed out that an increase 
of 41 per cent in the loading of grain and grain products, 15 
per cent in less-carload merchandise, 12 per cent in gravel, rock 
and sand, 10 per cent in perishables and 6 per cent in miscel- 





Fast Freight Service: Mexico 


Through the Ports of Tampico 
and Veracruz and the National 


Railways of Mexico 


From Veracruz to: 


Mexico City 23 hours 
Pachuca- - - - 23 hours 
Puebla - - 20 hours 


From Tampico to: 


Mexico City - - 47 hours 
Pachuca- - - - 47 hours 


The National Railways of Mexico form the larg- 
est rail system in Mexico (8465 miles of track) 
serving 22 states, or approximately 76% of the 
total territory of the Republic. 


For complete information, communicate with 


F. P. De Hoyos, Gen. Agent G B. Aleman, Gen. Agent F. Alatorre, Com. Agent 
‘ . m 1515 Penn Building 2195 Ry. Exch. Bldg. 815 Pacific Electric Bidg 
Through bills of lading issued by Rages York City St. Louis, Mo. Los Angeles, Calif 


Horcasitas, Com. set rc. one. Com. Agt 
T 


414 Whitney Bank BI oom 1520, 
New Orleans, La wo-O-One North Bldg. 
icago. II). 
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SHIPPING SERVICE 
YOU WILL LIKE 


Whether you are a shipper or 
receiver of merchandise, you are 
keenly interested in the kind of 
service given by those entrusted 
with your shipments. Is it a fast 
service? Is it dependable? Is the 
organization behind it efficient? 





Consign your shipments via 
Chicago & North Western and 
these questions will be answered 






to your entire satisfaction. Both 
“North Western” equipment and 
personnel are the best. It logic- 







ally follows, therefore, that ser- 





vice is also the best. 











For full information ask any 
C. & N. W. Ry. Representative 





Ship and Travel 






via the 


Nort HWESTERN 


“the best of everything in the best of the west? RAILWAY 















laneous loadings, such as cement, canned goods, dried fruits, 
manufactured articles, etc., brought about the 4.7 per cent in. 
crease for all commodities. Lumber and forest products showed 
a decrease of 3,000 cars, or 7.9 per cent. 

An analysis of carloadings since January 1 shows that up 
to April 30 there had been a decrease of 58,000 cars, or 9.7 
per cent of the total loaded in the same period of 1929. The 
increased loadings in May brought the total decrease since 
January 1, compared with last year, to 50,000 cars, or 6.5 per 
cent, indicating a gradual picking up of the loss which has 
been evident since the first of the year. It is expected that 
June will result in a further reduction of the decrease of 50,000 
cars now existing, due to heavier perishable loading and im. 
proved conditions in the grain and gravel business, and increased 
number of shipments of less-carload freight. 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended June 14 totaled 
927,754 cars, according to the car service division of the Amer. 
ican Railway Association. This was a decrease of 7,893 cars 
below the preceding week and a reduction of 143,491 cars below 
the same week in 1929. Compared with the same week in 
1928, it also was a reduction of 75,059 cars. 

Miiscellaneous freight loading for the week of June 14 
totaled 366,454 cars, 63,562 cars under the same week in 1929 
and 31,738 cars under the corresponding week in 1928. 

Loading of merchandise less-than-carload lot freight 
amounted to 243,045 cars, a decrease of 18,574 cars below the 
corresponding week last year and 16,192 cars below the same 
week two years ago. 

Revenue freight loading by districts the week ended June 
14 and the corresponding period of 1929 was reported as follows: 


Eastern district: Grain and grain products, 5,933 and 6,297; live 
stock, 1,909 and 2,011; coal, 34,899 and 38,039; ‘coke, 2,008 and 3,151; 
forest products, 3,278 and 4,488; ore, 4,894 and 5,306; merchandise, 
L. C. L., 66,168 and 72,787; miscellaneous, 88,993 and 116,085; total, 
1930, 208, 082; 1929, 248, 164; 1928, 230,9 

‘Allegheny district: Grain and coe products, 2,777 and 2,936; live 
stock, 1,474 and 1,584; coal, 34,390 and 39,545; coke, 4,770 and 6,135; 
forest products, 2,904 ‘and 3, 658; ore, 12, 738 and 14,917; merchandise, 
ia ©. 2a, Shee and 55,340; miscellaneous, 80,814 and 100,562; total, 
1930, 191,002; 1929, 224, 677; 1928, 206,587 

Pocahontas district: Grain ‘and ‘grain products, 231 and 225; live 
stock, 145 and 156; coal, 37,205 and 43,730; coke, 325 and 426; forest 
products, 1,288 and 1,656; ore, 280 and 156; merchandise, a 
Bo oes. aoe, ea 139; smiscellaneous, 4, 690 and 7, 747; total, 1930, 53, 812; 1998" 
6 

Southern district: Grain and grain products, 4,162 and 4,260; live 
stock, 1,447 and 1,649; coal, 16,718 and 19,978; coke, 412 and 449; forest 
products, 14,248 and "21, 037; ore, 1,079 and 1, 266; merchandise, is, ©. 

38,413 and 39,927; ‘miscellaneous, 48,594 and 54,612; total, 1930, 
125, 073; 1929, 143, 178; 1928, 142,204. 

Northwestern district: Grain and grain products, 9,407 and 10,214; 
live stock, 5,880 and 6,540; coal, 4,359 and 4,222; coke, i, 529 and 2,040; 
— products, 13, 363 and 19, 293; ore, 39, 625 and 48, 068: merchandise, 

C. 32,037 and 33,786; miscellaneous, 42,937 ‘and 47,392; total, 
1930 149° 137; 1929, 171, 555; 1928, 162,591. 

Central ‘Western district: Grain and grain products, 11,388 and 
12,430; live stock, 7,921 and 9,119; coal, 6,193 and 7,220; coke, 169 and 
130; forest products, 8,795 and 12,637; ore, 8, 040 and 4,110; merchandise, 
L. C. L., 33,352 and. 35,190; miscellaneous, 57,498 and 61,297; total, 
1930, 128, 356; 1929, 142, 133; 1928, 136,446. 

Southwestern district: Grain and grain products, 5,049 and 5,813; 
live stock, 1,867 and 2,466; coal, 3,016 and 3,497; coke, 169 and 135; 
forest products, 6,194 and 8,063; ore, 777 and 558; merchandise, L. 
C. L., 15,292 and 16,450; miscellaneous, 39,928 and 42, 321; total, 1930, 
72,292; 1929, 79,303; 1928, 69,944. 

Total, all roads: Grain and grain products, 38,947 and 42,175; live 
stock, 20, 643 and 23,525; coal, 136,780 and 156, 231; coke, 9,382 and 12, 466; 
forest products, 50, 070 ‘and 70, 832; ore, 62, 433 and 74, 381; merchandise, 
i Se 243, 045 and 261 619; miscellaneous, 366,454 and. 430,016; total, 
1930, 937, 754; 1929, 1,071, 245;° 1928, 1,002,813. 


Loading of revenue freight in 1930 compared with the two 
previous years follows: 


1930 1929 1928 

Four weeks in January........... 3,349,424 3,571,455 3,448,895 
Four weeks in February.......... 3,505,962 3,766,136 3,590,742 
Five weeks in March............. 4,414,625 4,815,937 4,752,559 
Four weeks in April. ......cccorce 3,619,293 3,989,142 3,740,307 
DIVO WOGEs TW TAT... .<cccescccce 4,598,555 5,182,402 4,939,828 
Week ended June 7............ 935,647 1,055,768 995,570 
Week ended June 14............ 927,754 1,071,245 1,002, 813 

NOD - sceweinaiusacdedessh anes 21,251,260 23,452,085 22,470,714 


NEW COMPLAINTS FILED 


No. 22906. Sub. No. 2. Champlin Refining Co., Enid, Okla., vs. At- 
lanta & St. Andrews Bay et + 
Rates in violation sections 1 and 4 of act, fullers earth, points 
in Georgia and Florida to Enid, Okla. Ask ‘rates and operate 
No. 23529. Sub. No. 1. Clay Center Grain Co., Clay Center, Neb., et al. 
vs. Santa Fe et al. 
Unreasonable rates and charges, coal, points in Kansas to points 
in Nebraska. Ask rates and reparation. 
No. 23153. Sub. No. 3. Southern Traffic Association, Knoxville, Tenn. 
vs. A. C. L, et al. 
Rates in violation, sections 1 and 3 of act, potatoes, points il 
New York, Maryland, Pennsylvania, Virginia, and New Jerséy, 
to points "in Alabama, Georgia, Tennessee, the Carolinas and 
Virginia. Shippers in Florida, Louisiana and Texas preferred 
Asks rates and reparation. 
No. 23538. Locher & Co., Inc., Glasgow, Va., C.'& O. 
Rates in violation of section 1 and 3’ of act, bituminous coal, 


ew 


MUNDELEIN wo ean ieee 











June 28, 1930 





The Traffic World 





And now to Racine 
Door-to-door pickup and delivery— 










One feature of the service that the North Shore Line's 
customers in Chicago, Racine and Milwaukee enjoy. 





All transfer of your freight is eliminated by the Ferry 
Truck Service. At your loading platform and at the 
consignee’s receiving door are the only places your 
freight is handled. A between your shipment travels 
intact—sealed—by motor and by fast North Shore 
trains. 


MUNDELEIN 












From one consignor to one consignee freight of all 






Roy Thompson, Traffic Mgr. 
orman Bennett, A. G. F. A. 
72 W. Adams St., Chicago, Illinois 
Phone: State 0517 
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via NORTH SHORE LINE and its Ferry Truck Service 


kinds, with free pickup and delivery, takes a rate of 
90 cents per hundred pounds, minimum 20,000 pounds 
per truck. With a minimum of 10,000 pounds per 
truck the same service takes a rate of 30 cents per 
hundred. Shipments of 6,000 pounds or more take 
regular freight rates with a free pickup or free delivery 
service. 

We will gladly send a representative to your plant to 
give you further particulars as to this service, if you 
will phone or write any of the offices given below: 


CHICAGO NORTH SHORE AND MILWAUKEE RAILROAD 


Traffic Department 


F. J. Burkard, A. G. F. A. 
Milwaukee, Wisconsin 
H. C. Elliott, T. A. 


Racine, Wisconsin 








Rate History— 
Its Importance 


getting at the substance is called divining the “leg- 
islative intent” and can be done only by delving 
deeply into the history of the statute. The Supreme 
Court has held that tariffs and rates have the force 
It is well, therefore, to get at the 
“legislative intent” that produced a rate before using 


Much rate history is to be found in the docket 
records and decisions of the Commission. We spe- 
cialize in digging it out; also in preparing chrono- 
logical statements of rates, classification ratings, 
commodity descriptions, etc., as far back as they are 


The Traffic Service Corporation 
Washington, D. C. 


4° 
930, 
live 
466; 
aioe, 
— In rate cases perhaps the most important feature 
two is the exhibits, especially those showing rate com- 
parisons. The witness uses them as the basis of his 
128 " " : : 
8,895 testimony and the attorney relies heavily on them in 
ar preparing his brief and argument. Exhibits, how- of statutes. 
a ever, are of little value unless properly explained 
5,510 and the rates used in the comparison are of little it for comparison. 
ae value unaccompanied by evidence as to the condi- 
0,714 tions that produced them. Before setting up certain 
rates for comparative purposes, therefore, it is well 
to delve into their history to avoid using those that 
, . ° 
; might act like boomerangs, 
yoints 
ution 
“© One must get at the meaning of these comparative wanted. 
yoints rates before he can test their probative value. 
‘enn, Courts and commissions recognize this. A statute 
it may appear to have a certain meaning but tribunals 
reel, look behind the form to get at the substance. This Mills Bldg. 


erred. 
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TWO GREAT TERMINALS 
At the Port of New York 


Manufacturing, warehousing and 
distribution. 


Fireproof buildings with modern 
equipment and facilities. 


These terminals command the 
metropolitan market of nine and 
one-half million population, and 
their arteries of transportation 
reach the trading centers of the 
world by rail and water. 


Write for booklet. 


PENNSYLVANIA DOCK & WAREHOUSE CO. 


In course of construction at 


Jersey City, N. J. 


BAYWAY TERMINAL 
Bayway, N. J. 


Executive Offices: 25 Church Street, New York 


2 | Ship by Water 
WILLIAMS LINE 


BALTIMORE »x» NORFOLK 


FAST DIRECT SERVICE 
; TO 


San Diego, Los Angeles Harbor, 
San Francisco, Oakland, 
Seattle and Tacoma 


SAILING FROM 


STEAMER BALTIMORE | NORFOLK 


WILLFARO.. 
SAN DOMINGO 
WILLKENO .... 


July 4 July 6 
July 15 July 17 
July 26 July 28 
Aug. 6 Aug. 8 

Aug. 19 


SAN GABRIEL. 2 
WILLPOLO a Aug. 17 





Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 


For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CORPORATION 


8 Bridge Street, New York, Telephones: Whitehall 5853-4 


BALTIMORE, MD. PITTSBURGH, PA. NORFOLK, VA. 
39 South St. Gliver Bldg. Law Bldg. 
Phone; PLAZA 7377 Phone; ATLANTIC 1432 Phone; NORFOLK 21265 


CINCINNATI, OHIO 
Dixie Terminal Bldg. 
Phone; MAIN 1181 


And at our Branch Offices at ports of call, etc. 
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mines in New River and Kanawha districts in West Virginia, 
to Locher, Va., as compared with rates to Ashland, Ky., Cin- 
cinnati, O., and other points in Kentucky, Ohio and Virginia. 
Asks rates and reparation. 


. 23561. Benson Produce Co. et al., Benson, Minn., vs. C. & N. W. 


et al. 

Rates and charges in violation of first three sections of act, 
butter, eggs, dressed poultry, in straight or mixed carloads, points 
in the akotas, Minnesota, and Nebraska, to Duluth, Minne- 
apolis, Chicago and other points in western trunk line territory 
and in Illinois and Illinois freight, central freight, trunk line 
and New England territories. Ask rates and reparation. 


. 23562. Bluff City Lime & Stone Co., Alton, Ill., vs. Mo.-Ill. et al. 


Unreasonable rates, coal, Herrin and West Frankfort, Ill., to 
Mosher, Mo. Asks rates. 


. 23563. Caine Steel Co., Chicago, Ill., et al. vs. B. & O. et al. 


Rates in violation first three sections of act, damage or defec- 
tive sheet iron or steel, points in Illinois, Indiana, Kentucky, 
Michigan, Ohio, New York, Pennsylvania and West Virginia to 
points in Illinois, Indiana, Michigan, Ohio and Pennsylvania, as 
compared with rates on same or similar material moving under 
similar circumstances and conditions. Ask rates and reparation. 


. 23564. P. W. Plumly Lumber Co., Barnesville, O., vs. B. & O 


Unreasonable rates, walnut logs, Adrian and other points in West 
Virginia to Barnesville, O. Asks rates and reparation. 
iy ties Sales Co., Inc., New York, N. Y., vs. C. RL IL & 
. et al. 

Unreasonable rates, condensed or evaporated milk, Lewisburg, 
— to points in Oklahoma, Arkansas and Texas. Asks repara- 
ion. 


. 23566. Concrete Engineering Co., Omaha, Neb., vs. C. & E. I. et al. 


Overcharges on bar supports or chairs, iron or steel, for use 
in reinforced concrete construction work, Chicago Heights, IIl., 
to San Luis Obispo, Calif. Asks refund. 

23567. Eastern Shore of Virginia Produce Exchange, Onley, Va., 
vs. Pennsylvania. 

Team track storage charges and reconsignment charges in 
violation of sections 1 and 3 of act, on shipments of fruits and 
vegetables, points in Virginia and Maryland, to interstate des- 
tinations, because such charges are not imposed on shipments 
of competitors. Asks cease and desist order, rates and reparation. 
4 Fraser-Smith Co., Minneapolis, Minn., vs. Grand Trunk et 
al. 

Rates in violation sections 1, 3 and 6 of act, barley, Minneapolis, 
Minn., to Detroit, Mich., moving cross-lake via Milwaukee, in 
that competitors are accorded a rate of 11% cents from mil- 
waukee to Detroit. Asks rate and reparaton. 


% 23569. Joseph Schoenthal Co., Columbus, O., vs. Pennsylvania. 
Unreasonable charges, scrap iron, South Bend, Ind., to Cleveland, 
O. Asks rates and reparation. 
. oo Phillips Petroleum Co., Bartlesville, Okla., vs. Santa Fe 
et al. 


Unreasonable rates, petroleum and its products, points in Kan- 
sas, Oklahoma, Texas and Louisiana to points in Missouri. Asks 
rates and reparation. 


. 23572. W. W. Benjamin Co., Boston, Mass., vs. Pennsylvania et ai. 


Unreasonable rates and charges, pressed vegetables, Port Nor- 
folk, Va., to Boston, Mass. Asks reparation. 


. 23573. Traffic Bureau-Lynchburg, Va., Chamber of Commerce vs. 


C. & O. et al. 

Rates and charges in violation first two sections of act, po- 
tatoes, Dundarrach, N. C., to Lynchburg, Va. Asks rates and 
reparation. 


. 23574. Nestos Pole Co., Seattle, Wash., vs. S. P. et al. 


Rates in violation sections 1 and 3 of act, cedar poles and piling 
in single carloads, Seattle, Rockport, Bucoda and Central, Wash., 
to points in California, Nevada, Arizona and New Mexico, as 
compared with basic lumber rates. Asks rates and reparation. 


. 23574. Sub. No. 1. Same vs. Same et al. 


Same complaint and prayer as to cedar poles, in multiple car- 
loads. 


. 23574. Sub. No. 2. Same vs. Same et al. 


Same complaint and _ prayer as to cedar poles, in multiple car- 
loads, from various Washington points to points in California, 
Nevada, Arizona and New Mexico. 


. 23574. Sub. No. 3. Same vs. Same et al. 


Same complaint and prayer as to cedar poles, in single carloads, 
from various Washington points to points in California, Nevada, 
Arizona and New Mexico. 


. 23575. Capstan Glass Co., Connellsville, Pa., vs. B. & O. 
Unreasonable rates, sand, Berkeley Springs, W. Va., to Con- 
nellsville, Pa. Ask reparation. 
23576. New Mexico Construction Co., Durango, Colo., vs. Santa 
Fe et al. 
Unreasonable rates and charges, asphalt, Richmond, Calif., 
to Durango, Colo. Asks rates and reparation. 
. 23577. E. I. Du Pont De Nemours & Co., Wilmington, Del., vs. 
I. C. et al. 


Unreasonable rates, nitrate of soda, New Orleans to Carl Junc- 
tion, Mo. Asks cease and desist order and reparation. 


The Traffic World may be feund on sale at the following places: 


Chicago—The Traffic World, 418 South Market Street. 

Chicago—Postoffice News Co., 37 West Monroe Street. 

Washington—Traffic Service Corporation, Mills Build- 
ing, 17th and Pennsylvania. 

Washington—New Willard Hotel News Stand. 

New York—Hotaling’s News Stand, 308 W. 40th Street. 


The Traffic World may be read on the following trains: 


Great Northern Railroad—Oriental Limited and Winni- 
peg Limited. 

Lehigh Valley Railroad—Chicagoan, New Yorker, Le- 
high Limited, Philadelphian, and Philadelphia-New 
York Express. 





The abstracts of tariff filings, rejections, suspen- 


sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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BEFORE IC oe Core Ce Coe Ce We Coe Coe Cee Cee) 
YOU TACKLE hn 


THIS CHICAGO Rate Committee 


Chicago is the center of a rich Docket 
and compact market, interest- 


ing to many a manufacturer. To ‘ ° °. ° 
get the most out of this territory re- is the first public notice the carriers 
quires careful planning of sales work, give of their intention to consider 
and complete facilities for merchan- h Th hi 
dise distribution. rate Cc anges. € shipper who 
G & W distribution service can help keeps a careful watch on the dockets 
of all the carriers’ committees al- 
ways knows the exact situation with 


you many ways. We know Chicago 
and the surrounding area, for we 

regard to his rates and those of his 
competitor. 
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cover this ground every day for the 250 
national distributors who now use G 
& W service. 

Let your sales staff work efficiently 
and intensively, and we'll make the 
fast, accurate deliveries that cus- 
tomers must have today. 

* Write for your copy of ‘‘The Way to 
Distribution.” 


Griswold & Walker, Inc. 
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When he sees a rate in which he 
is interested mentioned in one of 
these dockets, as published in 


The ] raffic Bulletin 


EIeele! 
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1525 Newberry Avenue 
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BULLETIN prints regularly the 
hearing bulletins and disposition 
notices of several of them, and more 


Chicago, Illinois TW 6-28-Gray 
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\N this privilege of having a voice 
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train to in the making of your own rates? 

ROCH FRTER Besides the dockets of eighteen rate 

MINN. committees, THE TRAFFIC 
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iw. tee et eee than ten other important items. |@ 
Ar. Rochester - - - 7:00a.m. 
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$9 245 RouND Modern Pullmans, club-lounge car, chaif 
— TRIP’ cars and coaches. Pullmans may be occu- 

to Rochester. Six pied till 8:00 a. m. 

months’ limit.Tick- Jn Rochester the Great Western Station 


May we send you a copy 
of the current number? 
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upon payment of is only 2 blocks from business section, al | 
\- usual charges. Clinic Buildings and hotels. i “ ° 
: Pas tod rata The Traffic Bull 
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179 W. Jackson St. Harrison and Wells 


Phone Wabash 2661 Phone Harrison 2393 
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418 S. Market St. Chicago, Illinois 
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NEW BILL OF LADING 


Effective August 1, 1930 


Order your supply 


IN ADVANCE 


from the publishers of 


THE TRAFFIC WORLD 


As soon as it is certain that no addi- 
tional changes will be made in the revised 
bill of lading, our usual supply will be 
printed for the convenience of our sub- 
seribers. This will include both straight 
and order bills, in triplicate or quadrupli- 
cate; 50 sets to each pad. Advance orders 
will be filled as promptly as possible. 


Straight Bills of Lading 


Triplicate Quadruplicate 


( 2 pads) $ 2.00 $ 2.70 
( 4 pads) 3.75 5.00 
( 6 pads) 5.25 7.00 
( 10 pads) 8.00 10.75 

( 20 pads) 12.00 16.00 
3000 ( 60 pads) 28.00 37.00 
5000 (100 pads) 43.00 57.00 


Write for prices on Order Bills of Lading, 
or bills imprinted with your name _ 
address. 


IMPORTANT 


If you need a few pads .of the 
present bill of lading to carry you 
up to August 1, take advantage of 
the 10% discount we are offering at 
this time. 


Send inquiries and purchase orders to 
Merchandise Department 
Traffic Service Corporation 
418 So. Market St. Chicago, IIl. 


P.S. Have you a copy of our handy folder and price 
list of standard traffic department forms? 





The Traffic World 


Vol. XLV, No. 26 





Docket of the Commission 





NOTE—Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


June 30—Greensboro, N. C.—Examiners oe and Simmons: 
23338—Fieldale Millis et al. vs. N. & W. 
23397—-Frank Brenner et al. vs. A. & Y. Ry. “et al. 


June 30—Los Angeles, Calif.—Examiner Koebel: 
23046—Roland G. Hill et al. vs. A. T. & S. F. Ry. et al. 


June 30—Canton, O.—Examiners Weems and Coyle: 
23353—Union Metal Manufacturing Co. et al. vs. A. & R. R. R. et al. 


Jul ay, 1—Washington, D. C.—Examiner Maidens: 
179—Ohio Valley Refining Co. vs. S. A. L. et al. 


July 1—Columbus, O.—Examiners Hanson -_ Gdenn: 
23352—Ohio Farm Bureau Corp. et al. vs. A. & B. B. R. R. et al. 
_- 1i—St. Louis, Mo.—Examiner wes" 
a Manassa Timber Co. vs. A. & E. R. R. et al. 
July 1—Greensboro, N. C.—Examiners Macomber and Simmons: 
unningham Brick Co. vs. Sou. Ry. et al. 
23249—Granite Cordage Co. et al., vs. P. & N. S. S. Co. et al. 


Ju iy 1—Albany, N. Y.—Commissioner Brainerd and Examiner Armes: 
35—Description and loading requirements for common brick in 
Trunk-Line territory. 

23026 (and sub. 1)—Brick Mfers.’ Assn. et al, vs. A. C. R. R. et al. 


July 1—Duluth, Minn.—Examiners Wilson and McCoy: 
300—Northwest Paper Co. vs. B. S. L. & W. Ry. et al. 


July 1—Chicago, Ill.—Examiner Witters: 
16526—Pacific Coast Vegetable og 4 and Shippers’ Transporta- 
tion Committee et al. vs. S. Co. al. 
16773—American Fruit eaeana' | inc., of on et al. vs. A. & R. R. R. 
et al. (further hearing). 
July 1—Memphis, Tenn.—Examiners Paulson > | ede 
23292—Columbus Brick Co. vs. A. C. R. R. e 


Jui an 1—Los Angeles, Calif.—Examiner + eng 
316—Riverside Cement Co. vs. L. A. & S. L. R. R. 


—_- 2—Argument at Washington, D. C.: 

19368—A. S. Nowlin & Co. vs. N. & W. Ry. 

“/- 2—Greensboro, N. C.—Examiners Macomber and Simmons: 
177 (and Sub. 1)—Carolina Button Corp. vs. A. & Y. et al. 


July 2—St. Louis, Mo.—Examiner Snider: 
23204—-Peters Cartridge Co. et al. vs. B. & O. R. R. et a. 


July 2—Minneapolis, Minn.—Examiners Wilson & McCoy 
(and Sub. 1)—Beresford Cooperative Oil Co. et -. vs. C. & 
N. W. Ry. et al. 
July 2—Youngstown, O.—Examiners Weems and Coyle: 
2 —Bloom, Rosenblum & Klein Co. vs. N. S. R. R. et al. 
Portions Fourth Section Application Nos. 703 et al. 


July 3—Washington, D. C.—Examiner Davis: 

* Finance No. 8318—Joint application of Michigan Bell Telephone Co. 
and W. B. Serviss and Rachel Serviss, doing business as the 
Serviss Telephone System, for a certificate that the acquisition by 
the Michigan Bell Telephone Co. of telephone properties of the 
other joint applicants will be of advantage to the persons to 
whom service is to be rendered and in the public interest. 

* Finance No. 8319—Joint application of Bell Telephone Co. of Pa. 
and Paupack Telephone Co. for a certificate that the acquisition 
by the former company of the properties of the latter company 
will be of advantage to the persons to whom service is to be 
rendered and in the public interest. 

* Finance No. 8320—Joint +g rte of N. J. Bell Telephone Co. and 
Vincentown & Tabernacle Telephone Co. for a certificate that the 
acquisiton by the former company of the properties of the latter 
company will be of advantage to the persons to whom service is to 
be rendered and in the public interest. 

July 3—Cleveland, O.—Examiner Weems and Coyle: 
43—Master Builders Co. vs. D. L. & W. R. R. et al. 

July 3—Greensboro, N. C.—Examiners Macomber and Simmons: 

Pag it en re Veneer Co. vs. Southern Ry. et al. 
3—Columbus, O.—Examiners Hanson & Glenn: 

" 361—Smith Agricultural Chemical Co. vs. A. & E. R. R. et al. 
say SS. Louis, Mo. —Examiner Snider: 
0—Federal Foundry Co. va. A. G. &S. R. R. ot al. 

July 3—Minneapolis, Minn.—Examiners Wilson and McCo 

23311—Pillsbury Flour Mills Co. vs. A. C. & Y. Ry. et al. 

7, 5—Cleveland, O.—Examiners Weems ene Gore: 
32—Medusa Portland Cement Co. vs. N. . R. At. et al. 

a 5—Memphis, Tenn.—Examiners aaa a Mackey: 

4 _— Sub. 1)—Alabama’ Rock Asphalt, Inc., vs. A. & 8S. Ry. 
eta 

July 7—Philadelphia, Pa.—Examiner Colvin: 

—— dwin S. Huff Co. (Wm. F. Huff, owner) vs. Nfk. Sou. R. R. 
et a 

July 7—Washington, D. C.—Examiner Rasch: 

Finance No. 3875—In re excess income of Oneida & Western Ry. 
(further hearing). 
July 7—Portland, Ore-——Examiner Koebel: 
23100 (and Sub. : and 2)—Union Oil Co. of Cali. et al. vs. O.-W. R. 
& N. Co. et al. 
July 7—Lima, O.—Examiners Hanson and Glenn: 
olar Refining Co. vs. A. T. & S. F. Ry. et al. 
July 7—Madison, Wis.—Examiners Wilson & McCoy: 
Conklin & Sons Co., Inc., vs. A. & S. R. R. et al. 

July 7—Kansas City, Mo.—Examiner Gwynn: 

Te ‘White Eagle O7fl and Refining Co. vs. A. T. & S. F. Ry. 


al. 
23842-National Paper Box Oo. vs. C. R. lL. & P. Ry. et al. 


Jul <a Mo.—Examiner Snider: 
E. H. Milton & Sons et al. vs. A. & S. R. R et al. 
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LOS ANGELES and SAN FRANCISCO 
CALIFORNIA 


Modern Fireproof Warehouse Space in 
Los Angeles and San Francisco 
Free and U. S. Customs a Storage 
Insurance rate as low as 16.2c 


Storage—Forwarding—Distribution—Cartage 


aay ~~ for Private Warehouse, Office on6 Seoty 
Space with Desk and Office Service Re 


We can serve you in seme capacity in Los Angeles or eal Francisco 
and weuld suggest that you complete your — Se uesting 
the rates for our s alized se: 


UNION TERMINAL WAREHOUSE ‘COMPANY 


731 Terminal Street Los Angeles, California 
San Francisco Office, 9 Main Street 





| Foreign Freight 
Forwarders 


Established 1884 


D.C. ANDREWS & CO., Inc. 
27-29 Water Street, New York, U.S. A. 


Boston Office: 
92 State Street 








Ve O™ We 








Importer— 
Exporter 


Cn Oe OTS Hs 










Both may profit by the use of the regular, 
dependable service of the “President Lin- 
ers” of the American Mail Line. Always 
“on time” there’s a sailing from Seattle 
over the short route every other Saturday 
at 11 a. m.; arrivals at Seattle from the 
Orient every other Saturday at 8 a. m. Ship- 
pers will find this service of decided advan- 
tage because of its stable, reliable character. 
This means much in meeting modern com- 
petition. 








If you wish to develop new outlets for your 
products our contact with foreign firms will 
prove of material assistance. Call in any of 
our agents and discuss your problems with 
them. 
We maintain in addition to the “President” 


service a fleet of “Cargo Liners” with frequent 
sailings between Puget Sound and the Orient. 









T. J. KEHOE, Gen. Eastern Agt., 32 Broadway, New York 





W. G. ROCHE, Inc., Gen. Agt. R. A BRUCE, Gen. Agt. 
1714 Dime Ban kc Bldg. 0 So. Dearborn St. 
Detroit, Mich. Chicago, Ill. 







L. L. BATES, General Freight ee 
1519 Railroed Avenue South, Seattle, Washington 
76 offices in 22 countries at your service 


American MailLine 






ses iireeiiieiiiciitiite 
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BASIC PRINCIPLES 
TRAFFIC LAW 


Free! Free! Free! 


A 1400 page treatise explaining 
the principles of the Interstate 
Commerce Commission. A book 
which regularly retails at $15.00. 


FREE 


WITH A SUBSCRIPTION TO OUR 
NEW PUBLICATION 


The Monthly Digest of Decisions 


Under the Interstate Commerce Act 
By H. C. LUST 


which keeps you up-to-the-minute 
with the decisions of the Commission. 


No value like this has ever been offered 
by any publisher in any industry 
at any time! 


Send for Particulars 


H. C. LUST and COMPANY 
160 North LaSalle St. 
Chicago, IIl. 
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23429 (and Sub. 1 and 2)—Moerschel Co. et al. vs. A. & E. R. R. 
e 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 





July 7—Washington, D. C.—Examiner Curtis: 
6—Charles S. Walton & Co., Inc., vs. B. & O. R. R. 










July 7—Detroit, Mich.—Examiner Weems and Coyle: 
GEOGRAPHICALLY 25379—-Grand Trunk Western R. R. vs. P. M. Ry. et al. 
LOCATED TO RENDER July 7—Augusta, Ga.—Examiner Molster: 
DISTRIBUTORS inance No. SS ros ee a Me =, Purvis as 
receivers oO a. a. R. R. for authority to abandon 
DISTINCTIVE WAREHOUSE lines of that company. =— 
AND FORWARDING 






July 8—Memphis, Tenn.—Examiners Paulson and Mackey: 
1. & S. 3460 (and ist and 2nd supplemental orders)—Charcoal, wood 
and charcoal briquettes from, to and between points in southern 


SERVICE 





territory, and between points in southern territory and points in 
official territory, also from points in southern territory to points 
MERCHANDISE STORAGE and July 8—Washington, D. C.—Examiner Curtis: 

POOL CAR DISTRIBUTION 19957—Northwestern Ohio Lime Manufacturers et al. vs. Pa. R. R 
respect of rates on fluxing lime having no value for chemical or 
building purposes). 

FEDERAL COMPRESS & WAREHOUSE COMPANY 22959—-Stone Mountain Granite Corp. et al. vs. Sou. Ry. et al. 
July 8—Milwaukee, Wis.—Examiners Wilson and McCoy: 
589 South Front Street, MEMPHIS, TENN. 2 Davis Bros. Stone Co., Inc., et al. vs. A. C. & Y. Ry. et al. 
National Zinc Co. vs. A. T. & S. F. Ry. et al. 
- 8—Hazleton, Pa.—Examiner Colvin: 


in W. T. L. territory. 
et al. (and cases grouped therewith) (further hearing solely in 
Warehouses Located in Heart of Railread District and Jobbing Trade 
July 8—Atlanta, Ga.—Examiners Macomber and Simmons: 
ee | 8—Kansas City, Mo.—Examiner Gwynn: 
14—Power City Produce Co. et al. vs. A. C. L. et al. 


PITTSBURGH DISTRIBUTION oy, 8—Washington, D. C.—Assistant Director Burnside: 


Cold and nance No. 7415—Application P. & W. Va. Ry. for authority to 
the 5,000,000 population 
connections of the group of buildings eliminates all trucking acquire control of W. Md. Ry. by purchase of capital stock. 


all into 
and except for city deliveries. Lowest obtainable insurance rates. Every July 9—Washington, D. C.—Examiner_ Hays: 
modern faclitty for doing business. Valuation No. 741—Ft. Worth Belt Ry. (further hearing). 
ASK FOR RATES AND RESERVATIONS AND ILLUSTRATED BOOK July 9—Argument at Washington, D. C.: 
THE TERMINAL BUILDINGS Finance No. 7556—St. L., S. F. & T. Ry. operation. 


Pittsburgh Terminal Warehouse & Transfer Com Finance No. 7547—C. R. I. & G. Ry. construction, etc. 
wd Finance No. 7623—Ft. W. & D. N. Ry. Proposed construction. 


Terminal Wey and Garcon Strects Pittsburgh, Ponneylvanis Finance No. 7518—Clinton-O.-W. R. Co. of Tex. construction. 


~_- 9—Atlanta, Ga.—Examiners Macomber and Simmons: 
142—Florida Menhaden Co. vs. A. N. R. R. et al. 
July 9—Ft. Wayne, Ind.—Examiners Hanson and Glenn: 
23310—Amos Lumber Co. vs. B. & O. R. R. et al. 
23151 (and Sub. 1 and 2)—Perrine Armstrong Co. vs. C. lL. & L. Ry. 


et al. 
July 9—Kansas City, Mo.—Examiner Gwynn: 
23437 (and Sub. 2)—Southwestern Millers’ League et al. vs. A. T. & 
S. F. Ry. et al. 
aoe? par 1)—Arcady Farms Milling Co. et al. vs. A. T. & S. F, 
y. et al. 


POSITIONS WANTED OR OPEN 


TRAFFIC EXECUTIVE, eighteen years’ broad experience with 
railroad and industrial concerns, excellent record, successful practi- 
tioner before I. C. C., now employed, desires greater opportunity. 
Address E. N. C. 278, care Traffic World, Chicago, Il. 











FIREPROOF WAREHOUSES ON TRACK OUR CAR RECORD SHEET enables you to carry a complete rec- 
ord of every car, dates and charges, time of arrival and unloading, 


Free switching to warehouse. We specialize in the DISTRIBUTION of 

local and 1 car shipments. Insurance rates 15 cents. Loans ne- etc., at a cost of one cent for 24 cars. Loose leaf binder supplied, 

gotiated. Office rentals. The Weicker Transfer & Storage Company if desired. Send for a sample of this form and 18 others which have 
been designed and approved by authorities. The Traffic Service Cor- 

poration, Merchandise Department, 418 S. Market St., Chicago, IIl. 





We Bind The Traffic World 


ALL THE FACTS 
In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


about Prompt Service and Quality Work Guaranteed 
Virginia’s Ports We Also Bind All Kinds of Publications 


The Book Shop Bindery 
Write for the 1930 annual 350- 

of the Hampton Roads Mari- cae Seeee Sie Sapess 

time Exchange if you are 

interested in the exceptional 

facilities for import and ex- 


port routing through this 
gateway to the Central A COMPLETE SERVICE 


States. | SCC RICE Mm ILLINOIS 
The Virginia State a | ; kr distribution of merchandise pecatuy 

Chamber of Commerce to [Illinois pots. 
ie WAREHOUSES 


SHIP VIA THE PORT O 


ALVESTO 


AMERICA’S PORT OF QUICKEST DISPATCH) 
GALVESTON WHARF COMPANY 


cago 
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